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Railways Agreement (Powers) Bill 


HE Debate in the House of Commons on December 11 on 
the Railways Agreement (Powers) Bill was marked more 
by the efforts of some Members to raise wider issues than 
those permissible under the rules of debate for any criticism 
of the measure under discussion. As was explained in THE 
RatLway Gazette of December 6, the purpose of the Bill 
was simply to give legislative sanction for certain matters 
largely related to accounting, arising out of the financial 
agreement between the railways and the Government. The 
main matters for which the Bill provides are the pooling of 
receipts of the four main-line railways with those of the 
London Passenger Transport Board and the abrogation of 
the London Passenger Pool. Provision is made, too, for 
dealing with maintenance allowances of the undertakings 
which, under present conditions, may not be fully expended; 
the unexpended balances, together with any monies received 
in payment for lost assets which are not immediately 
replaced, are to be put into trust funds to meet the cost of 
rehabilitation, probably after the war. The financial year of 
the London Passenger Transport Board is also made to end 
simultaneously with that of the main-line railways. Efforts 
to raise the general matter of railway operations and of the 
main financial agreement were, of course, ruled out of order 
by the Speaker. These attempts were of importance only 
in so far as they afforded evidence of an underlying criticism 
in the House of Commons of the arrangements negotiated 
between the railways and the Government for wartime con- 
trol of the railways. There can be little doubt that this 
criticism will be manifest when more general railway matters 
are debated in the House. The Parliamentary Secretary to 
the Ministry of Transport explained that, whether the agree- 
ment in its present form or as it might be altered by sub- 
sequent negotiation after the end of this year, had to be 
implemented, there would have to be continuity of control, 
and that certain fundamental principles would have to be 
preserved. 
* * * * 


Railway Operating Efficiency 


The correspondence which has recently appeared in the 
columns of THE RatLway GAZETTE on wagon loading and 
freight train speeds, bringing into review railway operating 
efficiency on the goods side generally, is taken a stage further 
by a letter from Mr. C. E. R. Sherrington which is published 
at page 636. Mr. Clement Davies raised the matter in the 
House of Commons on November 13 and comment was made 
on his remarks in THE RatLway GazeETTE of November 29. 
Since then Mr. Frederick Smith has contributed two letters 
to our columns; one was printed in our issue of December 6 
and the other in that of December 13. He supported Mr. 
Davies's criticisms and referred also to his own plan for over- 
coming certain of the alleged disabilities, which was. dealt 
with at length in our issue of October 4. Now Mr. 
Sherrington has adduced a number of interesting points, 
showing that it is necessary to balance the demand for ser- 
vice in terms of frequency against good loading and also 
draws on his knowledge of conditions in America to illustrate 
his point that average loads bear little relation in practical 
operation to the rated capacity of wagons. This is equally 
true, of course, of road passenger and freight vehicles. In an 
ideal world, no doubt every passenger train and bus would 
carry its full number of passengers—with none standing at 
rush hours—and every wagon would receive goods with 
weight so related to cubic capacity that optimum loading was 
ensured. These things are not in men to command, but the 
correspondence which has taken place in these columns has 
served a useful purpose in focusing attention on points at 


issue. 
x + * * 


The German Transport Problem 

Clear thinking, especially in time of war, is a rare gift, 
but it is necessary to the successful prosecution of a cam- 
paign, and so far we have the clearest evidence that German 
activities are planned with energy and determination and 
with realisation of their immediate objective and the diffi- 
culties that have to be overcome in its achievement. An 
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essential part of any German campaign is obviously the 
efficacy of its lines of communication, and we have frequently 
pointed out the danger of belittling our enemy’s strength in 
this connection. There is a vast difference between the 
successful part-disorganisation of an efficient machine and 
allegations of inefficiency in the structure of that machine, 
and it is the widespread failure to realise this difference to 
which we have more than once drawn attention. The 
repeated, and we believe successful, activities of the R.A.F. 
in attacking the German transport system are in themselves 
the clearest proof that our Air Ministry has no false impres- 
sions about the value of such attacks. As Mr. Dingle Foot, 
Parliamentary Secretary to the Ministry of Economic War- 
fare, said in a speech at Lampeter last Saturday, the main 
centres of German industry are accustomed to receive their 
raw materials from overseas via Hamburg and Bremen and 
up the Rhine or the Elbe. Now they must draw their sup- 
plies over land from the east and south-east, and the long 
hauls entailed naturally place a considerable strain upon the 
Reichsbahn, and a strain which is constantly increased by 
the attentions of the R.A.F. We have often shown that the 
Reichsbahn made all possible preparations for such a task, 
and we must rely on the efficacy of our aerial attack to effect 
the needful disorganisation and not upon ‘‘ wishful think- 
ing ’’ based on erroneous impressions of pre-war decrepitude. 
A reason for so many raids directed at the great marshalling 
yard at Hamm was given by Mr. Dingle Foot when he said 
that Hamm was to Germany what a major port was to us. 
One of the more lasting effects of such raids is the destruc- 
tion of trucks and. tank wagons, and we have Mr. Dingle 
Foot’s assurance that the results of this pressure are becoming 
increasingly visible. 


* * * * 


Novel Features of the Old Waterloo & City 

The Waterloo & City Railway, opened in 1898, the 
modernisation of which was described in our Electric Trac- 
tion Section for November 15, was the first tube railway to 
have (1) motor-coaches at each end of the train, controllable 
from either end—the City & South London had already 
experimented with this arrangement but decided to keep to 
locomotives; (2) roller bearings on all vehicles; (3) tunnels 
lighted throughout; (4) tubes lined smooth with cement to 
counteract noise; (5) intermediate advance signals; (6) elec- 
trically-actuated signals; (7) a simple form of A.T.C. at all 
stop signals; (8) electric point detectors; and (9) single vehicle 
trains in quiet hours. It was the only tube line ever worked 
by Sykes’s lock-and-block, the only one on which power 
cables through the trains were permitted, and the only one 
on which fares were collected by the guards. Moreover, it 
has never had a regular service on Sunday, Christmas Day, 
or Good Friday. A further peculiarity was that the trains 
carried red head lights after the first year or so, and the new 
stock also has them. It is unique in having no intermediate 
stations and no lifts. 


* * * * 


Licences for Machinery Purchases 

The necessity for complying with the Board of Trade 
regulations on the matter of the purchase of machinery 
apparently is not as fully appreciated in industry as it should 
be. The relevant Board of Trade requirements are set out 
in Statutory Rules & Orders, 1940, Nos. 875 and 1363, which 
are obtainable from the Stationery Office and which should 
be read by all who are likely to wish to buy machinery of 
any kind. The latter Order gives a list of machinery for the 
purchase of which it is necessary to obtain licences and the 
operation of the order is further explained in The Board of 
Trade Journal of August 1, 1940, which also contains the list 
of machinery and plant affected. It is important to note 
that the orders apply not only to new British-made machi- 
nery, but also to second-hand and imported machinery and 
plant. The need for industrialists and their representatives 
to be fully conversant with the provisions of these orders is 
apparent from recent steps which have been taken to enforce 
them. On October 30 last, for example, a company was 
convicted of an offence against paragraph 1 of the Machinery 
& Plant (Control) Order, 1940, by supplying machinery to a 
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person who was not authorised to acquire it by. virtue of a 
licence granted by the Board of Trade. The result of the 
prosecution was that the company was fined £20 and ordered 
to pay 30 guineas costs. To safeguard against the possibility 
of being involved in the contravention of these Orders, pros- 
pective purchasers should make sure from those offering to 
supply machinery plant, or parts, that the necessary licence 
has previously been obtained. Application for licences should 
be made to the Industrial Supplies Department (Machinery 
Licences Division), Board of Trade, 25, Southampton Build- 
ings, Chancery Lane, W.C.2. 


* * * * 


Reclaiming Old Permanent Way Material 


The amount of work it is justifiable to put into the 
reclamation of old materials for re-use depends largely on 
circumstances. In times of abundance, when manufacturers 
cannot find markets enough to keep their plants going to 
capacity, it is obviously—at least from a national point of 
view—not worth while taking much trouble to reclaim small 
items from scrap. Now, however, when there is a very 
real scarcity, the sorting of old material for items worth 
re-using after any necessary reconditioning is a matter of 
importance. Methods of sorting and renovating may differ, 
but those adopted at the reclamation depot of the L.M.S.R., 
which we describe on page 642 this week, meet the current 
requirements of that system with efficiency. It has been 
evolved partly from existing plant, and thus with economy, 
but incorporates the results of the latest developments in 
welding as well as in the handling and sorting of the 
material as it arrives at the depot. 

* * * * 


Empty Late Trains 

With the nightly air raids recently experienced few people 
care to be out and about after dark. At the present time, 
therefore, many trains, particularly those serving suburban 
areas and normally carrying workers home at night, are 
running very nearly empty, and this seems hardly fair on the 
drivers and guards who have to work these trains. It is true 
that some of the later trains have been withdrawn, but 
observation suggests that many more might similarly be 
taken out of service. This certainly would reduce the fre- 
quency, though not eliminating all facilities on the lines 
concerned. Perhaps some more late afternoon and early even- 
ing trains might be run where line capacity permits, to cope 
with the now heavier flow at that time; but few could justly 
complain, and there would be a general feeling of thankful- 
ness if what now seem to be unjustifiable burdens were 
removed from the shoulders of those working almost empty 
trains late at night. The London buses, trams, and trolley- 
buses have all found it desirable to strengthen their services 
considerably at the time of the present peak period, and to 
discontinue running about 10.30 p.m. 


* * * * 


Anglo-Spanish Agreement 

The officially-announced financial agreement between Spain 
and Great Britain, signed in Madrid on December 2, will 
regulate all payments that do not come within the scope of 
the Anglo-Spanish Clearing arrangements established under 
the payments agreement of March 18 last. The immediate 
result will be to liberate the Spanish funds frozen in London 
and so permit a greater volume of Spanish purchases in the 
British sterling area, and the agreement may be the fore- 
runner of a larger trade pact on which negotiations have been 
proceeding for some time past. While it involves no direct 
political consequences, it is welcomed by interested commer- 
cial circles on both sides as likely to prove of general benefit 
to the two countries. At the same time there is at present 
no question of Britain exporting machinery or other surplus 
goods of that kind, and the use of the freed sterling credits 
will be limited to financing the purchase of imports necessary 
to relieve the shortage of essential supplies necessary to main- 
tain the standard of living in Spain. Full assurances have 
been given that such supplies, allowed to pass the blockade, 
will not be passed on to any enemy country. 
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Buenos Ayres Western Railway 


LARGER wheat crop and the resulting improved com- 
mercial conditions in the zone served by the company 
vere mainly responsible for an increase in receipts of 
£133,189 during the year to June 30, 1940. In spite of 
‘ising costs of fuel, electric current, and all materials, and 
the increased volume of traffic carried, expenses were reduced 
vy £36,438. Net receipts therefore showed an advance of 
€169,627 and the ratio of expenses to receipts improved from 
87:63 to 83-32 per cent. Allocations to the renewal funds 
made and charged to revenue amounted to £65,443, against 
£63,375 in the previous year. After providing for all fixed 
charges there is a credit balance on net revenue account of 
£13,554, which the directors propose to carry forward. The 
rate for the company’s remittances for financial services 
remained at 16; that for stores and materials was reduced to 
15 as from October 17, 1939. These rates compare with the 
par rate of 11-45 pesos to the pound sterling. 


. 1938-39 1939-40 
Passenger journeys 24,864,754 26,101,724 
Tons of goods 2,108,221 2,446,396 
Train-kilometres ic 9,091,000 9,216,000 
Operating ratio, per cent. 87 -63 83-32 

£ 
Passenger receipts 829,518 866,650 
Goods receipts 1,318,559 823,262 
Gross receipts 3,422,383 3,555,572 
Working expenses 2,999,028 2,962,590 
Net receipts 423,355 592,982 


Diesel railcars owned by the company were employed as 
much as possible to substitute or supplement the more 
expensive steam passenger and parcels services. At June 30, 
1939, the railcars were running some 8,300 km. weekly, 
whereas during the greater part of the year under review the 
weekly figure was in the neighbourhood of 18,000 km. The 
grain tonnages railed and the revenue obtained from it were 
respectively 37 per cent. and 44 per cent. greater than in 
the previous year. Smaller milk despatches were mainly 
responsible for a drop in revenue from parcels and livestock 
carried declined by 8-46 per cent. 


* * * * 


Central Argentine Railway 


ARTICULAR interest attaches to the report of the 
directors of the Central Argentine Railway Limited, for 

the year ended June 30, 1940, because of the moratorium 
that the heavy decrease in traffics for that year, and the 
poor outlook for the immediate future, forced the company 
to seek from holders of its debenture stocks and bearer 
notes, full details of the scheme of arrangement were pub- 
lished in THE Rattway Gazette of October 25. Gross receipts 
of the company for the year under review were £8,404,084. 
This was £1,017,029 less than those for the previous financial 
year; working expenses show a reduction of £317,874. 
Although this was sufficient to offset, to a limited extent 
only the large decrease in gross revenue it may be noted 
that it followed a reduction in the previous year of £227,033. 
Therefore, notwithstanding the continual increase in cost of 
materials and supplies, during the last two years expenses 
have been reduced by no less than £544,905. In view of 
the heavy decrease in gross receipts the directors decided not 
to make any allocation from revenue account to renewals 
fund accounts. The net amount charged against the fund 
during the year was £331,914 which included £54,288 in 
respect of rolling stock drawn from service and broken up 
and £170,850 expenditure on renewal of electrical plant. 
Capital expenditure was again restricted to the lowest pos- 
sible figure and only items essential to the safe and econo- 
mical working of the railway were authorised. The heavy 
decrease in traffic for the year under review was caused 
principally by the almost complete failure of the wheat crop 
in the zone served by the company, together with the 
inability of Argentina to dispose of a bountiful maize crop. 
It was these factors coupled with the continued. traffic 
decrease since the beginning of the present financial year 
which compelled the directors to ask for time in which to 
pay the interest on the 4 per cent. debenture stock, 5 per 
cent. redeemable debenture stock and the 54 per cent. bearer 


notes. The scheme of arrangement was approved by holders 
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of these securities at meetings held on October 29, 1940, and 
the subsequent sanction of the court to the scheme was 
obtained on November 21. Comparative results are as 


follow :— 

1938-39 1939-40 
Number of passengers 53,894,942 53,287,702 
Passenger receipts . £2,302, 103 £2,176,011 
Public goods traffic, tons 7,129,062 6,156,3 
Public goods traffic, receipts . £5,607,457 £4,830,667 
Average receipts per ton of goods 15s. 83d. 15s. 84d 
Public traffic train-miles pe 14,110,909 13,340,153 
Net profit per train-mile 4 


Net profit per mile of line on 
Operating ratio, per cent. ae ; 


Exchange differences absorbed £712,662 compared with 
£962,984 in the previous year. Income from investments 
was £32,263 as against £32,757. The balance on that 
revenue account for the year was insufficient by £415,409 
to meet the charges in full, whereas for the previous year 
there was a surplus of £35,929. The credit balance brought 
forward from the previous year was £263,963 and £151,446 
was transferred from general reserve. There were some 
striking fluctuations in the analysis of goods traffic carried. 
Linseed amounted to 145,138 tons and yielded £99,406, a 
decline of 23-3 per cent. in tonnage and of 20-1 per cent. in 
value. Wheat accounted for 1,558,226 tons and a revenue 
of £1,023,414; in this instance the decline was no less than 
40-2 per cent. in weight and 43-3 per cent. in value. Bricks 
and tiles at 4,383 tons were down by 14-6 per cent., and the 
revenue derived therefrom was £2,186 or less by 7:7 per 
cent. Flour and middlings carried weighed 103,297 tons and 
gave a revenue of £112,490, the fall in these goods being 
17-7 per cent. and 20-2 per cent. respectively. On the other 
hand peanuts carried a total of 9,729 yielding £13,085 and 
this traffic rose by 147-7 per cent. in tonnage and 140-8 per 
cent. in value. Sleepers carried were 3,097 tons and brought 
in £4,086; an increase of 468-3 per cent. in weight and 
505-3 per cent. in value. 

* * * * 


ee 3s. 24d. 2s. 33d. 
... £607 4s.43d. £418 5s. 24d. 
ae 76°15 81-59 


Testing Locomotives on the Road 


VERY railway today aims at securing the best possible 
results from the operation and performance of its loco- 
motive power and, with a view to _investigating all 
possibilities of improvement, tests of one kind or another are 
almost always being carried out. We summarise on page 639 
a comprehensive paper entitled ‘‘ The Making of Compara- 
tive Efficiency Tests with Locomotives on the Road,’’ read 
by Mr. C. A. Cardew at a meeting of the New South Wales 
branch of the Institution of Locomotive Engineers at Sydney. 
The paper is, in our view, of exceptional value as a treatise 
on one of the most important aspects of locomotive opera- 
tion; it carries literature on the subject a stage further, and 
both the author and the institution are to be congratulated 
upon it. The author stated that tests conducted with the 
aid of a dynamometer car were excluded from consideration, 
as were also others made by means of stationary testing 
plants. The tests considered were directed towards increas- 
ing the efficiency of performance by adopting such improve- 
ments as may suit the individual design of locomotive and 
the special engineering and economic circumstances of the 
railway concerned, to ensuring the maximum of economy in 
train loading and in locomotive operating conditions and 
methods, and also to obtaining information of value to loco- 
motive designers whereby they may derive ratios and other 
data relevant to various features, as these latter prove them- 
selves to be efficient in locomotive practice. 

Such tests are of various kinds. They include the full and 
complete tests undertaken with a new locomotive design 
when it first comes into service, wherein it is sought to 
determine general data, such as the maximum available 
indicated and drawbar horsepower, the average coal and 
water rate per horsepower hour, the average boiler and 
overall engine efficiency, and similar figures and quantities. 
Other tests with new or existing engines are made to 
determine the loads and speeds which are to be run over 
various sections of the line, and others, again, to determine 
the relative efficiency of the locomotive with and without 
some new device designed to afford economy in operating 
and/or increased power output. As a result of the indis- 
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putable figures produced from comparative tests, inventions 
such as superheating became established as universal prac- 
tice, whilst on the results of such tests again, accurately 
conducted and carefully analysed with due regard to con- 
ditions and costs as these latter apply to the railway con- 
cerned, will depend the wider use in locomotive practice of 
the future of feed-water heating, thermic syphons, higher 
steam pressures, and still other devices not yet conceived. 
It is essential that the evidence afforded by locomotive 
tests shall be such as can be accepted as conclusive proof 
that any change in efficiency, or any other operating charac- 
teristics, which may be shown by test results, is due solely 
to the new feature or features which are the subject of the 
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test. In order to provide this proof it is necessary that. all 
other factors which are not associated with, or a consequence 
of, the modification in question, and which influence 
locomotive performance, shall, so far as is possible, be main- 
tained reasonably constant in their effect throughout the 
whole test. Owing to the complexity of operating conditions, 
many difficulties are encountered in achieving this desired 
uniformity, and careful vigilance in controlling operations 
during a test is required; but, to supply reliable and valuable 
data a comparative efficiency test with a locomotive must 
secure, in a sufficient degree, the basic requirements neces- 
sary for rendering acomparison between all the points at issue 
a true one beyond reasonable doubt. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Railway Operating Efficiency 


4, Cowley Street, 
Westminster, S.W.1 
December 13 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—It is to be regretted that Mr. Frederick Smith, who 
has contributed of recent years so many stimulating thoughts 
to transport discussions, should have made such a sweeping 
assertion as appeared in his letter in THE RAILway GAZETTE 
of December 6. 

I refer, of course, to his assertion that: ‘‘ On those facts it 
is quite clear and quite indisputable that railway operating is 
not efficient.’’ He seems to base this rather baseless charge 
on certain operating statistical averages, for example, the 
average load of merchandise is under 3 tons, while the average 
wagon used is not permitted to carry more than 10 tons ; 
or that the average freight train speed when running is under 
10 m.p.h.; or again, that the average net load carried per 
train is under 140 tons. 

Such arguments tend to illustrate the fatal fallacies of 
average statistics, and ignore the objects for which statistics 
are compiled, namely, to give some measurement of com- 
parison over periods of time, or between different things, yet 
no comparison enters into Mr. Smith’s arguments. He gives 
us no data as to the average loading of the average lorry in 
Great Britain, or its average speed when running, or its average 
ton mileage a year. Yet, by inference, his letter suggests that 
road transport is ever so much more efficient. To endeavour 
to prove this, he should quote the comparative figures, or, at 
any rate, press for their compilation, because, to offer, in 
justification of his argument, data on one firm’s traffic which 
loads well misuses the theory of statistics. 

Any student of transport knows that the user figure of 
private cars, if it could be worked out, would show appallingly 
wasteful results; it is not uncommon to see lightly loaded 
lorries, and a great deal of empty mileage even in these times 
of fuel restrictions. It is a transport anomaly that the better 
the service rendered in terms of frequency, the worse the 
operating figures become in terms of loading. It would be 
perfectly easy to increase the wagon load by holding up the 
wagon until its plated capacity or cubic capacity is fully 
occupied, but is this what the trader wants or is it in the 
public interest ? The smaller the unit, the easier that unit 
is to fill when measured in time, and this is where the road 
vehicle possesses an advantage being smaller. 

A bus is more likely to be filled quickly than a passenger 
train, a lorry than a wagon or a freight train, but even_so, the 
bus with few passengers is not uncommon, nor is the tube 
train out of rush hours. In short, one has to balance the 
demand for service in terms of frequency against good loading, 
especially in a densely populated country of small distances. 

British general merchandise traffic compares roughly with 
American L.C.L. traffic, but the latter, with its 30 to 40-ton 
freight cars, frequently does not average more than 3 to 4 tons 
per car. 

Concerning speed, as is truly pointed out, the throughout 
speed is lowered by the number of stops, and doubtless dis- 
tribution of merchandise traffic could be made from more 


widely separated distribution centres, but such transference, 
if large, would throw on to the heavy traffics a much bigger 
burden of the overhead costs of, say, branch line working. 


‘The interests of all traffic should be considered, not of the 


high grade traffics only, and branch line abandonment cases 
in other countries are replete with examples of the difficulty 
of closing branch lines if heavy traffic is not to suffer unduly. ~ 
Yours faithfully, 
C. E. R. SHERRINGTON 


Qualities for the Railwaymen 


11, Kilburn Priory, 
London, N.W.6 
November 21 
To THE EpItoR OF THE RalLway GAZETTE 

Srr,—Your editorial on ‘‘ Preferring the Illiterate Man ’’ 
prompts one to consider whether the curriculum which forms 
a railwayman’s education may still be improved, whilst the 
brave showing of the Greeks in the present war suggests that 
contact with the Greek spirit may be the way. This spirit 
taught men to trust their intelligence and imagination; to 
question dogmatism; to be ruthless in the pursuit of truth, 
and to aim at excellence as against the ordinary. 

Imagination, resource, clarity of thought, and understand- 
ing of fellow men are essential to the successful railwayman, 
and they are qualities which the ancient Greeks possessed to 
a degree unrivalled since. Most of the vital forces in modern 
civilisation originated in Greece, and by studying how the 
great Greeks worked and by reading their books we can get in 
touch with their minds and perhaps acquire some of the 
special qualities which they possessed, and thus be enabled 
better to tackle the problems of today. Some knowledge of 
the working of the mind of Aristotle, the greatest thinker 
who ever lived, of the arguments of Socrates, of the vivid 
pictures drawn by Herodotus, and of the methods which 
enabled Euclid to write a text book which remained in use 
for over two thousand years, cannot but assist the easier 
movement of passengers and goods upon our railways, for 
it is not from the problems dealt with but from the manner 
of their handling that we learn from the past. 

The study of railway law and economics does not make 
a complete railwayman, and it is to be hoped that the new 
linking of Greece with Britain will bring an extension of 
interest in Hellenic studies so that we may see the time when 
the works of Plato and Thucydides are found alongside those 
of Disney and Acworth on the bookshelf of every 
railwayman. 

Yours faithfully. 
ALUN. WILLIAMS 








South Manchurian Railway European Office 


It is reported from Berlin that the European office of the 
South Manchurian Railway will be transferred from Paris 
to Berlin in the near future. 
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PUBLICATIONS RECEIVED 


‘* The Crown Colonist ’’ Map of 
the Colonial Empire. London: The 
Crown Colonist, 33, Tothill Street, 
S.W.1. 37 in. 48 in. Price 6s. net 
in sheet form on paper, unmounted ; 
15s. net mounted on cloth and varnishéd, 
with rollers, or mounted on cloth and 
dissected to fold.—This new map, 
which has been designed to show the 
situations and sizes of the British 
Colonies in relation to one another and 
to the British Isles, consists of a general 
map of the world on which Great 
Britain & Northern Ireland, and the 
Crown Colonies, Protectorates, and 
Mandated Territories are shown in 
strong red; the South African Pro- 
tectorates administered by the Do- 


minions Office, are in red hatching ; 
Condominium Territories.such as Anglo- 
Egyptian Sudan by a red stipple, and 
the Dominions and their Dependencies 
by a pale red. The background colour- 
ing for the rest of the map is yellow, 
with the sea in blue. Shipping routes, 
submarine cables, and the principal 
coal and oil fuel stations are shown, 
and the principal air routes are also 
indicated. 

Supplementing the general map are 
insets showing the various Colonies, 
Protectorates, etc., which are all 
grouped in their geographical relation- 
ship to each other, and include Colonies 
in Europe and the Mediterranean ; 
the Middle and Far East ; East, West, 
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and Central Africa ; High Commission 
Territories in Southern Africa; Ber- 
mudas, West Indies, South and Central 
America ; Fiji and the Western Pacific ; 
South Atlantic and Antarctica. All 
these, together with a separate inset 
of Great Britain & Ireland, are drawn 
on a uniform scale of 1: 10,000,000 
(approximately 160 miles to the inch). 
Principal railways and roads are shown 
on each inset, and the badges and crests 
of the various Colonies are also given 
in full colour. Of further interest are 
the details given in regard to the total 
population of the Colonies, together 
with their main products, A short list 
is also provided of the individual 
countries of the Colonial Empire, with 
particulars of total area and population, 
average trade, imports, exports, and 
re-exports. 





a 





THE SCRAP HEAP 


THE VOICE OF THE STOCKHOLDER 

Sir Follett Holt, Chairman of the 
B.A.G.S., towards the close of the 
annual meeting on December 11, said: 
‘“ I will now propose that Sir Sam Fay 
be re-elected a Director.’’ <A stock- 
holder: ‘‘ May I ask if he has any 
knowledge or experience of running a 
railway ?’’ The Chairman let the 
ensuing roar of laughter, in which he 
and Sir Sam Fay heartily joined, pro- 
vide the answer. 


* * * 


TRANSPORT COMPLEX 
When a message of congratulations 
was sent to the Greek Metropolitan on 
the Italian defeat, one Ministry of 
Information official is said to have been 
much upset. He was Mr. Frank Pick, 
the Director-General, who considered 
that congratulations should also have 
been addressed to the District.— 
‘* Peterborough’’ in “‘ The Daily. Tele- 
graph.”’ 
* * * 


The staff of an important L.M.S.R-: 
train control office in the Midlands 
have ‘‘adopted’’ the mine-sweeper 
Lord Darling. Over 200 members of 
the staff each contribute 2d. every pay- 
day to a fund which aims at providing 
comforts, confectionery, games, and 
books for the ship’s crew. Among the 


knitters are three men. Already a 
parcel of woollen garments has been 
despatched, and a Christmas hamper 
will soon be on its way. 
7 * * 

THE GREEKS HAD A WORD FOR IT 

In ‘‘satyric’’ plays produced in 
ancient Athens the chorus consisted of 
satyrs or half-wild ‘“‘ salvage men ’”’ 
who roamed the woods and mountains 
and were followers of Silenus, the 
mythical deity who always carried a 
wine-skin. By happy coincidence the 
name of the L.M.S.R. Salvage Officer is 
Vine. 

a « * 
THE FIRST RAILWAY HONOUR 

The Queen has done Mr. C. A. 
Saunders the honour of presenting him 
with a handsome testimonal inscribed 
‘‘ From the Queen,’’ in token of her 
satisfaction with Mr. Saunders’ train 
arrangements while he was manager of 
the Great Western line. This is the 
first occasion on which the Sovereign 
has deigned to notice the official con- 
duct of a railway manager, and to 
mark her approbation by a testimonial. 
The special notice of the Sovereign is 
in this, and all other well conducted 
countries, an honour much prized, but 
from such a one as ours the honour is 
greatly enhanced, since we know that 
the Queen is disposed to honour only 


Another Road-Rail Controversy ? 


of the railways. 


J’accuse 


GOVERNMENTS for the past I5 years of failing to recognise the 
vital importance of road transport and of restricting it in the interests 


s. 
MINISTERS OF TRANSPORT of palpably neglecting the urgent 
advice of experienced road operators and failing adequately to 
present their case in the House of Commons. et 
TRAFFIC COMMISSIONERS of openly aiding and abetting in the 
attempted suppression of the activities of road-transport operators 
in the interest of competitive means for carriage. 
RAILWAYS of influencing the Government to impose on every 
conceivable occasion unfair restrictions upon road transport although 
themselves unable to meet the needs of the public. ¥ 
OPERATORS of not giving, in many cases, full support to associa- 


tions fighting their battles, and of meekly accepting conditions 
injurious to their industry and the Nation 


From ‘‘ The Commercial Motor ’’ for November 22, 1940 


LONDON TRANSPORT NATIONAL SAVINGS GROUP 


WE ASK YOU TO 


SAVE FOR VICTORY 


if you have not in the past used this facility, now 
is your chance. You can save in small weekly units 
and it is surprising how quickly the amounts grow. 
START TO SAVE NOW 

Even if you are already in another savings group, you 
can join the London Transport Group as well. You will 
then be able to SAVE EVEN MORE 

By saving even more you will be helping to keep down 
the cost of living and you will reduce the amount to 
be raised by taxation to pay for the war. All this in 
addition to the nest-egg you will be putting aside for 
yourself 

DO NOT FORGET THAT YOUR INVESTMENT IN NATIONAL 
SAVINGS CERTIFICATES IS SAFE, whatever destruction of 
other effects or cash you may suffer through enemy 
action 


TO SAVE IS ONE WAY TO 
BEAT THE ENEMY 


Employers have given a definite assurance to the General Council of The Trades 
Union Congress that the war savings of employees will not be used against 
them in subsequent negotiations for wage increases, and that the savings up 
to 2 specified amount will not be taken inte account for the Means Test 


those deserving it from their private 
lives as well as in their public capacity. 
—From “ Herapath’s Railway Jour- 
nal’’ of December 5, 1863. 
* * * 

Expressions of loyalty to King and 
Empire have accompanied Canadian 
Pacific Railway employees’ contribu- 
tions of prized keepsakes to swell the 
total of the Golden Bomber fund, 
which has as its objective the buying 
of a modern $100,000 bomber for the 
R.C.A.F. The fund has already 
received a number of heavy wedding 
rings of the style of a century ago, fat 
watch chains and “ turnip ’’ cases which 
were the hall-mark of the old-time rail- 
roader, broken cuff-links, damaged 
brooches, beautifully-carved ladies’ 
watch cases, signet and fraternity rings, 
fountain pen nibs, broken dentures, pairs 
of discarded spectacle frames, a nugget, 
and“a bottle of dental fillings. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


UNITED STATES 


Popularity of the ‘*‘ Sleeper Coach ”’ 
Trains 

The ‘sleeper coach’’ streamline 
trains now running between the prin- 
cipal eastern and southern cities are 
proving extraordinarily popular. Pas- 
sengers carried by the services of the 
Atlantic Coast Line, Florida East Coast, 
and Seaboard Air Line companies have 
increased by 42 per cent. since the 
inauguration of the first New York- 
Miami streamline train in February, 
1939. 

Even more remarkable are the facts 
and figures relating to the shorter runs 
in the South. The Henry M. Flagler, 
sleeper-coach streamliner, for instance, 
run by the Florida East Coast Railway 
between Miamiand Jacksonville [which, 
as recorded on page 7 in our issue of 
January 5 last, was introduced early 
in December, 1939—Ep., R.G.], carried 
59 per cent. more passengers in August 
than in January, despite the fact that 
this gain was against the seasonal 
trend of traffic. 


ARGENTINA 


The Railway Pension Fund 


The future of this fund continues to 
be the subject of discussion both in 
Congress and the press, and the latest 
available information on the state of 
its finances is not calculated to dispel 
the fears which have been expressed 
in regard to its solvency. During a 
recent debate on the question in the 
Chamber of Deputies, one of the 
members stated that the financial 
position of the fund was becoming 
worse every year, owing to the way in 
which its reserves were being depleted 
for the purpose of paying pensions. He 
stated that in 1938 bonds to the value 
of 9,000,000 pesos had been disposed of 
for this purpose. In 1939, the amount 
of the bonds sold was 17,000,000, and 
according to a statement issued by the 
board of directors, the reserves would 
have to be drawn upon, in 1940 for no 
less than 25,000,000 pesos. It was 
pointed out that at one time the capital 
of the fund amounted to some 
400,000,000 pesos, but so rapidly was 
this being swallowed up, owing to the 
excess of disbursements over revenue, 
that the total value of the bonds now 
held by the fund had been reduced to 
about 270,000,000 pesos. This state of 
affairs, the deputy stated, made it 
imperative that steps should be taken 
without further delay to retrieve the 
situation by reducing the benefits, 
increasing the contributions, and 
endeavouring to collect the sums owing 
by the companies—estimated at some 
60,000,000 pesos. In view, however, of 
the serious financial position of the 
railways themselves, it is difficult to 


see how the last-mentioned measure 
is to be enforced. 


Delay in Congress 


It had been expected that the 
Pension Law would be amended by 
Congress during the present year; 
but the ordinary legislative period 
expired on September 30 without any- 
thing being done in this sense, and 
although extraordinary sessions have 
been convoked, the matter is not in- 
cluded among the Bills on the agenda. 


Record Sugar Crop 


According to a report issued by the 
Minister of Agriculture, the country’s 
sugar production during the year 1939 
amounted to 520,235 tons. This figure, 
which represents the total combined 
output of 39 sugar mills, constitutes a 
record for Argentine sugar production, 
and is 55,575 tons, or over 11 per cent., 
higher than that for 1938. 


Revised Public Works Estimates 


It is announced that the Public 
Works estimates for the current year, 
originally fixed at 160,000,000 pesos, 
have been increased by eight millions. 
Of this additional sum, $600,000 have 
been allocated to the Argentine State 
Railways, $1,266,000 to port works, 
and $2,618,000 to irrigation schemes. 


Riverain Transport of Grain 


According to figures issued by the 
National Grain Regulating Board, the 
total tonnage of grain and linseed trans- 
ported during 1939 between Argentine 
ports by river steamers and lighters 
(as distinct from ocean-going steamers) 
was 484,000 tons, as compared with 
about 14,000,000 tons carried by the 
railways and 1,500,000 tons transported 
by lorries. An analysis of the returns 
by provinces shows that over 66 per 
cent. of this total tonnage was in the 
Province of Entre Rios, between the 
ports of Gualeguaychu, Victoria, Ruiz 
and Concepciédn del Uruguay. The 
Province of Buenos Aires comes next 
with about 22 per cent., mainly to the 
ports of Zarate and Baradero. 


Engineering Meeting 


At a meeting of the Buenos Aires 
Association of the Institution of Civil 
Engineers, held on September 20, 
a paper by Mr. John H. Taylor, 
M.Inst.C.E., Chief Assistant to the 
Chief Engineer, Central Argentine Rail- 
way, entitled ‘‘ The Eyes of Science ”’ 
was read and discussed. .The paper 
dealt with the progress made and the 
benefits gained by industrial organisa- 
tion and scientific research in the fields 
of iron and steel, railways, shipping, 
electricity, aviation, building  con- 
struction, automobiles, plastics, and 
highways. The lecturer paid a tribute 
to the work of the Department of 
Scientific and Industrial Research, 
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which had drawn to its fold some of the 


best thinking brains of the nation. 


CHINA 


Reopening of the Chien Tang Bridge 


The large bridge on the Shanghai- 
Hangchow-Ningpo Railway over the 
Chien Tang river near Hangchow has 
been rebuilt and reopened for traffic. 

{It will be remembered that this 
bridge was described and illustrated (as 
opened in the autumn of 1937) in our 
issue of April 15, 1938, and that in 
that issue we also gave a diagram show- 
ing the extent to which it was demolished 
when the war reached those parts soon 
after its completion.—Eb., R.G.] 

The Chekiang-Kiangsi Railway, 
which connects with the Shanghai- 
Hangchow line near the bridge, is still 
partly under Chinese control, and 
through traffic into Shanghai from the 
south-west is therefore impossible. 


New Kwangtung-Kwangsi Line 

Now that the Japanese are securely 
holding Nanning in Kwangsi Province, 
they have undertaken the construction 
of a narrow-gauge railway to that city 
from the Kwangung coast at Yamchow ; 
the length of the new line will be about 
60 miles. [It will be remembered that 
Nanning is on the Chinese-built south- 
western trunk line from Hengchow (on 
the Canton-Hankow Railway) to Indo- 
China, but that the Japanese thrust 
inland captured Nanning and put a 
stop to the completion of this line, 
traffic on which—worked under Chinese 
auspices—-terminates temporarily at 
Liuchow.—Eb., R.G.] 


SWEDEN 


Recent Financial Results 


The State Railways report earnings 
for the period January-July amounting 
to Kr. 190,400,000 compared with 
Kr. 148,600,000 for the same period 
last year, and expenses Kr. 138,900,000 
compared with Kr. 117,900,000, of 
which Kr. 14,200,000 (compared with 
Kr. 13,500,000) were credited to the 
Renewal Fund. The surplus was thus 
Kr. 51,500,000 (compared with Kr. 
30,700,000) and the net profit amounted 
to Kr. 31,800,000 as against Kr. 
11,600,000 for these months in 1939. 

The earnings of the private railways 
for the period January-June, 1940, 
amounted to Kr. 74,500,000 against 
Kr. 61,900,000 for the same period in 
1939. Passenger earnings rose by 24 
per cent. to Kr. 22,600,000, and goods 
earnings by 20 per cent. to Kr. 
47,600,000. Expenses rose from Kr. 
47,300,000 to Kr. 56,200,000, chiefly 
owing to the higher cost of fuel. The 
surplus amounted to Kr. 18,400,000 
(compared with Kr. 14,600,000). After 
certain deductions—among others Kr. 
5,200,000 (compared with Kr. 4,800,000) 
for the Renewal Fund—the net profit 
for the period January-June, 1940, 
was Kr. 7,600,000 against Kr. 4,800,000 
for the corresponding months last year. 
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EFFICIENCY TESTS WITH LOCOMOTIVES ON THE ROAD 
Summary of a paper read by Mr. C. A. Cardew 


at a_ meeting 


of the Institution of Locomotive 


Engineers at Sydney, New South Wales 


N opening his paper, ‘‘ Making of Comparative Efficiency 
Tests with Locomotives on the Road,’’ the author, Mr. 
C. A. Cardew, of the New South Wales Government Rail- 
ways, enumerated certain aspects which, he said, had been 
selected as a basis upon which the subject might be pursued. 
These were: (1) General considerations relating to test con- 
ditions; (2) Coal and water supplies, and their measurement; 
(3) Some test apparatus, and factors affecting accurate 
results in its design and application; (4) A consideration of 
some details which affect the obtaining of truly comparative 
data; (5) The tabulation of mean test results, and the making 
of deductions therefrom relative to comparative efficiency of 
performance, and the determining influence of economic 
factors. 

The selection of the engine to be used for the purpose of 
test is important. When testing for relative efficiency due to 
fitting special equipment or modifying design, the author 
holds strongly to the opinion that the testing of one engine 
so fitted or modified against a normal engine of the same 
class, does not fulfil the requirements of a locomotive test 
of this nature accurately. There is too much difference 
between the performance of various engines of the same 
class for confidence to be felt that the different results 
(which may be disclosed by the test) between any two 
engines are due to any particular equipment or changed 
design on the one which is the subject of the trial, or 
whether to other varying causes unrelated thereto. It is, 
therefore, far more satisfactory to test the same engine imme- 
diately before and after modification, alternately with the 
modification and without it. 

With. regard to the varying performance of similar locomo- 
tives, it may be noted that even the same engine, after a lapse 
of some time, will give varying comparative results. In an 
investigation of fuel consumption of locomotives at different 
times between general overhaul, the L.M.S.R. found that, 
under ordinary maintenance conditions, there was a maxi- 
mum variation of 8 per cent., the difference between maxi- 
mum and minimum efficiency being accounted for mainly by 
decreased engine efficiency due to wear and similar causes; 
and that the efficiency of steam generation in the boiler was 
but little affected, though its steaming was not so free 
towards the end of the period. 


Selection of Test Conditions 

The engine chosen for test should, of course, be in average 
running condition. That is, it should steam as well as it is 
known that most of the engines of its class do, and the 
valves, cylinders, motion, etc., should be in such a state 
as will permit their running for the contemplated period of 
the test without the need for repair or adjustment. If it has 
recently come from workshops the test should not be com- 
menced immediately but the engine should run 500 to 
1,000 miles to bring every part to a normal state of free 
running, average steam tightness of moving parts, and to 
run in the bearings and free them from the risk of hot 
running. 

Of at least equal importance is the choosing of the train 
on which the test shall be run. In general, one of the guiding 
rules should be that the train worked should be one repre- 
sentative of the average type of service to which the engine 
being tested is usually allotted. Generally the load on all 
sections of the line traversed should always be within the 
maximum permitted for the class of engine being tested, so 
that no assistant engine will be required. When double 
heading is adopted to any extent, the proportion of the 
work which is done in hauling the train by either the test 
engine or the assistant engine cannot be decided, and it is 
practically impossible, on a run of any length, so to work 


either engine that it is maintaining even approximately the 
same power output between various points on each succeed- 
ing test. In cases, however, where there may be a short, 
steep, continuous grade, steeper than the prevailing grades 
on the rest of the route, and an assistant or bank engine is 
necessary on this short section (perhaps ten miles or so only), 
the author has found that sufficient accuracy can be pre- 
served, on a comparative basis, provided that the additional 
engine, with similar load conditions, be employed on every 
test, and the test engine be worked at the same speed, with 
the same cut-off and regulator position on each occasion up 
the bank. The grade, however, requires to be reasonably 
continuous, for frequent grade changes make such a pro- 
ceeding difficult. 

While standing, the locomotive uses a certain amount of 
fuel and water in overcoming radiation losses and maintain- 
ing auxiliaries, such as the air compressor of the Westinghouse 
brake, etc. This cannot fairly be charged to hauling the 
train, though, for comparative purposes, it is perhaps not of 
much moment provided the standing time is approximately 
equal on each test, although such items as the demand for 
maintaining air pressure on the train may be variable from 
test to test. 

The choice of the test route must, of course, be considered 
in conjunction with the selection of the train on which to 
conduct the test. Here, again, one of the guiding factors 
must be to have the test on a route which will be repre- 
sentative of such as is generally traversed by the type of 
engine being tested, in so far as the length and steepness of 
the gradients and the degree and occurrence of curvature are 
concerned. 


Importance of Coal and Water 


There are a number of points which require consideration 
with regard to the coal used for test purposes. As the deter- 
mination of the effect which an alteration in design, or the 
application of economy-producing equipment, has on the coal 
consumption is usually the main reason for the making of 
comparative tests, the preservation of proper comparative 
conditions in al] matters appertaining to the characteristics 
and measurement of the fuel is at once very apparent. Yet 
no one factor Laving a major bearing on test conditions, with 
the possible exception of the weather, is more difficult to 
control with a view to securing uniformity than the charac- 
teristics of the coal as a steam producing agent. In the great 
majority of comparative tests, it is the overall journey fuel 
consumption that is required, and it is from this figure that 
the various ratios which supply the bases of comparison, 
such as the evaporation (actual or equivalent) per Ib. of coal, 
the coal per 1,000 ton-miles, etc., are derived. 

Unless unusual conditions as to priming, or fouling, of 
the boiler have to be contended with, the only aspect of the 
water supply to the locomotive which enters into the test 
field concerns ways and means of measuring it. It is neces- 
sary to arrive at the gross amount of water evaporated in the 
boiler during the period of the test, i.e., usually from the 
time of starting with the train until stopping at the station 
at which the test is to be terminated. Occasionally when 
stops of long duration at certain points cannot be avoided, it 
may be desirable to record, instead of the gross overall 
evaporation, the net evaporation whilst running. The author 
devoted considerable attention to the subject of test appa- 
ratus, special engine fittings, meteorological conditions, speed 
variations and other pertinent matters. Considerations of 
space make it impossible to include these in the present 
summary. : 

Under the heading of the determining influence of economic 
factors, the author observes that to compare the financial 
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effect which would follow the application of the principle, or 
device, under test to locomotives generally, is the ultimate 
object in view in undertaking most comparative locomotive 
testing. Increased thermal, or other efficiencies, that can be 
shown to exist by scientific means, will make no favourable 
impact on those responsible for directing railway finance 
unless it can be clearly demonstrated that these efficiencies 
directly and favourably affect expenditure, or have an 
indirect bearing on costs, or revenue, by reason of certain 
operating advantages; and that either of these gains will 
outweigh the sum total of those costs which are chargeable 
to the means of their attainment and maintenance. 

It is in this field of economic factors that local con- 
ditions exercise such a powerful influence in determining 
what is, and what is not, worth while in the way of locomo- 
tive improvements. A number of questions have to be 
investigated in arriving at a decision in this respect, the 
answers to them varying in each case according to the rela- 
tion existing, or likely to exist, between the costs of labour, 
material, equipment, and fuel supply. 

A few general remarks were made by the author in bring- 
ing his paper to a conclusion. One point he stressed was that 
any particular series of tests do not end with the conclusion 
of the last test run. A period of observation subsequent to 
this is necessary, or hasty and ill-considered decisions may 
result. For instance, the steaming capacity of a locomo- 
tive under the variety of conditions as to coal qualities, 
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different states of mechanical maintenance and internal clean- 
liness of the boiler, and varying standards of engine 
management, all encountered as part of the normal working 
conditions, can be properly gauged only over a_ period. 
It may be said, therefore, that the locomotive testing engi- 
neer, at the outset, must thoroughly know the steam loco- 
motive, the scientific principles governing its design, and 
appreciate the laws controlling its performance as a heat 
engine and also its peculiar mechanical and thermal charac- 
teristics. He must be familiar with the best locomotive 
operating and firing practice, to the extent, if necessary, of 
demonstrating the driving or firing methods which it is 
desired should be adopted for the purpose of the test, and 
have a good knowledge of the road upon which the test is 
being conducted. 

Finally, in surveying the field of locomotive testing, and 
its relation to the modern locomotive, it must be remarked 
that engineering progress today is being based more and 
more on an exact knowledge of facts, and less and less on 
what might be termed engineering instinct, valuable though 
the latter was in guiding our predecessors who had not then 
the more precise data now available to the ordinary prac- 
tising engineer. If the steam locomotive is to continue to 
improve, and thus keep in the forefront in the railway trans- 
port arena, those facts which relate to its performance must 
be more exactly investigated and defined than has sufficed 
for the locomotive practice of past days. 














Road and Rail in Western Australia 


N Great Britain the road and rail problem for the time 
being has dropped into the background, but in parts of 
the world more remote from the area of actual hostilities it 
remains a controversial issue. In the report on the working 
of the Government Railways, Tramways, Ferries and Elec- 
tricity Supply of Western Australia for the year. ended 
June 30, 1939—the financial details of which, so far as they 
related to the railway undertakings, were dealt with in an 
editorial article in THE RatLway GazeTTE of November 8— 
a good deal of space is devoted to the efforts which have been 
made in Western Australia to bring into effect the co-ordina- 
tion of transport. Of particular interest are the means by 
which certain road operators have sought, with a consider- 
able measure of success, to circumvent some of the pro- 
visions of the State Transport Co-ordination Act. Although 
certain of the weaknesses of the original Act have been 
rectified by amending legislation, it has been found that the 
intentions of others are still evaded by comparatively simple 
ruses. For example, a large quantity of petrol and oil is 
still being transported to the country districts by road. This 
is being done under that clause of the Act which exempts 
from the necessity for licensing any vehicle which is used 
solely for the carriage of agricultural products from the place 
where they are produced to any other place in a vehicle 
owned by the producer, and allows the carriage on the return 
journey of any farmers’ requisites for domestic use or for 
use in producing agricultural products. 
Contrary to the intention of the provision, which is to allow 
a producer after bringing his products to market to take 
back with him such purchases as he might make curing his 
visit to the town, many producers are stated to be making 
special trips to Perth for the express purpose of carrying 
their own petrol and oil requirements, and not infrequently 
those of others also. On the forward journey a load of a bag 
of wheat, box of eggs, or a crate of poultry is sufficient to 
entitle them technically to take advantage of the provision. 
The effect is to deprive the railways of business which the 
Act was designed to preserve for them and which, because 
it is freighted on a basis which ensures some small margin 
of profit, is essential to the continuance of the low rates 
charged for rail-borne primary products and the requisites for 
producing them. It is an economic waste to permit the cart- 
age by road of many thousands of tons of traffic in the 
aggregate that can conveniently and without materially 
increasing train mileage be carried by rail, although there 


are occasions when road cartage of producers’ requisites is 
justifiable in that it constitutes genuine back-loading. The 
instances of deliberate exploitation of the exemption are so 
deliberate and of such seriousness in their combined incidence 
as to call for early action in the direction either of eliminat- 
ing power kerosene and fuel oil from the goods which may 
be carried as back-loading, or of placing some limitation on 
the quantities of those commodities which may be carried 
on each trip. It is significant that the railway administration 
is not alone in its condemnation of the practice, as many 
country store keepers and agents, as well as city houses with 
country branches have protested. 

Another important provision of the Act which is subject 
to abuse is that which relieves of the necessity for licensing 
any commercial goods vehicle which operates solely within a 
15-mile radius of its owners’ place of business. This pro- 
vision was obviously intended to allow local carriers and 
delivery services to operate under restriction, but it has been 
seized by some operators to cover contact between points 
up to 30 miles apart, as the crow flies. Further, by the 
simple measure of establishing ‘‘ places of business’’ at 
strategic points—usually no more than a receiving depot for 
orders and in some cases merely a nominal address—they 
have succeeded in placing themselves outside the scope of the 
Act. The majority are owner-drivers who are unaffected 
by ordinary industrial concerns, and the cut rates they have 
been charging have diverted from the railways a large pro- 
portion of the heavy loading of stone, brick, gravel, fire- 
wood, and log timber traffic which now is carried to Perth 
along the Bunbury, Toodyay, and York roads, from places 
up to 30 miles away. On the passenger side also there is 
evidence that at many points throughout the State regular 
services have been established between country centres and 
Perth by cars, which, ostensibly operating as taxis, are 
actually carrying passengers at separate fares. By doing so 
they become, in fact, buses within the meaning of the Act, 
but the onus of securing proof of the carriage of such fares, 
and the reluctance of passengers to assist inquiries have 
made it difficult to check the practice. These instances in 
Western Australia are worth studying as providing an illus- 
tration of some of the difficulties to be faced in bringing into 
effect a comprehensive scheme of co-ordination between rail 
and road. Nevertheless, against a threatening war back- 
ground, it is important not to take any action which might 
tend to reduce the capacity of either road or rail. 
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A NEW MOTOR-DRIVEN VERTICAL MILLING MACHINE 
A compact design by Alfred Herbert Limited, Coventry 


HE kneeless type of milling machine possesses all the 
convenience and ease of operation of the ordinary 
knee-type machine with the added advantage that for 

heavy work the table is supported solidly down to the foun- 
dation. The controls, also, being always at the same 
height enable operators to maintain maximum production. 
Full advantage is taken of these features in the design of the 
new Herbert No. 47V vertical milling machine which has a 
work capacity of 48 in. X 16 in. x 23 in. and is both strong 
and rigid, making it suitable for the heaviest classes of 
milling. 

The height of the table is fixed, so that work of different 
heights and variations in depth of cut are accommodated 
by the vertical adjustment of the spindle head, which is 
carefully balanced. The raising and lowering of the head 
on the column is particularly easy by means of the two 
hand-wheels seen in the accompanying illustration on the 
right of the column. The smaller of these is turned towards 
the operator to release the clutch and the head is moved by 
the large-diameter hand-wheel. Fine adjustment for put- 
ting on the cut is made by means of the hand-wheel at the 
front of the spindle head. Before using the fine adjustment, 
the clutch is engaged by the hand-wheel at the side of the 
head. A micrometer dial is provided to ensure accurate 
setting. When set the head is solidly locked to the column 
by means of the long lever at the front which requires very 
little effort to operate. 

The case-hardened nickel-chrome steel spindle is mounted 
on precision-type ball and roller bearings. This arrange- 
ment, which has proved so successful on other types of 
Herbert milling machines, ensures rigidity and obviates any 
tendency to vibrate under heavy cuts. The spindle has the 
standardised nose with non-stick taper and standard clutch 
drive with provision for securing cutters direct to the spindle. 
A draw-bolt and adapter are provided for securing arbors 
and cutters with No. 11 B. & S. taper shank. The spindle 
head incorporates fast and slow speed ranges; the change 
from one to the other is made by the hand-wheel on the left 
of the head. Sixteen spindle speeds are provided, eight fast 
and eight slow; the extreme speeds are 21 and 750 r.p.m., so 
that all work within the capacity of the machine can be done 
at the most suitable speed. Rapid changes are effected by 
rotating a large, easily read dial until the speed required is 
opposite a pointer. The drive to the spindle is by a 7} h.p. 
built in reversing vertical flanged motor which is controlled 
by the switch panel on the right hand side of the body. 

The table, which is of exceptionally strong, deep box 
section, well-ribbed and rigidly supported by the long bear- 
ing surface of the saddle, is driven by a rotating feed nut 
engaging a non-rotating feed screw of large diameter and 
coarse pitch. The screw is not splined and is always in 
tension and the phosphor bronze nut is of great length and is 
adjustable for wear. The thrust of the cut is taken on ball 
thrust bearings. Twenty-four rates of reversible automatic 
feed from ? in. to 60 in. a minute are provided to the 
longitudinal and cross movements of the table. The feeds 
and quick power longitudinal traverse of 200 in. per minute 
are driven by an independent 2 h.p. horizontal flanged 
motor. 

There are three ranges of feed, coarse, medium and fine, 
and the range required is selected by a lever on the right of 
the machine. Two levers are provided at the front of the 
machine to engage the longitudinal and cross feeds respec- 
tively. The feeds are the same in both directions of the 
table travel, which is a great advantage when milling such 
work as triangular ports in locomotive piston valves. A 
lever at the front of the apron is used for reversing the direc- 
tion of either feed. Hand adjustment of the table in both 
directions is effected by hand-wheels conveniently placed at 
the front of the apron where all the other controls are 
grouped. 

The quick power traverse to the longitudinal motion of the 





New Herbert vertical milling machine for heavy duty 


table is entirely independent of the feed motion and may 
therefore be engaged without setting any other levers, imme- 
diately the feed has been automatically tripped. The control 
lever is always moved in the direction in which the table 
is required to travel and may be operated with the spindle 
stationary or revolving. When the control lever for the 
quick power traverse is put into the vertical position the 
table stops without operating feed levers, an operation which 
is necessary where a common shaft is used for both feed 
and quick power traverse. Rapid power traverse for the 
transverse motions of the table is obtained by using the 
coarsest feeds of 60 in. a minute. Both the feed and quick 
power traverse are provided with automatic and dead stops. 








An Echo of Dunkirk 

An exceptional task was performed recently by the 
L.N.E.R. when the Jane Hannah, a lifeboat 35 ft. long 
and weighing 5 tons, was launched in a small Hertfordshire 
river. No slipway was available, so the launching was 
effected by crane from a railway bridge crossing the stream. 
This boat has a colourful history. It was originally in the 
service of the R.N.L.I. at Flamborough and later was sold 
to take on less arduous work in the form of pleasure cruises 
and fishing expeditions—until the evacuation of Dunkirk. 
The Jane Hannah was one of the many small craft used on 
this occasion and the perils she encountered while helping to 
bring the men of the B.E.F. home to safety may be imagined 
by a sight of her scarred timbers. She became lost and 
tossed helplessly in the English Channel for ten days before 
being picked up by a destroyer and towed to a British port, 
whence she was conveyed by L.N.E.R. to the peaceful 
surroundings of the river again. 
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RECLAMATION OF OLD PERMANENT WAY MATERIALS, L.M.S.R. 


A former creosoting depot has been adapted for the reclamation 
and reconditioning of permanent way materials 


FORMER creosoting depot of the L.M.S.R. has recently 

A been converted into an old material and reclamation 

depot for dealing with permanent way materials 

recovered from a number of the company’s’ engineering 
districts. 

Under the scheme it was intended to establish other similar 

salvage depots to serve the remaining districts, but this has 


the magnetic crane at the gantry, where they are stacked in 
accordance with their classification. Points and crossings are 
taken asunder and the worn V and point rails built up by 
welding; wings are bent from serviceable rails of suitable 
depth and section to match, and the whole reassembled as 
serviceable crossings for use in running lines or sidings. Gas 
welding and electric-arc welding are used for building up. 
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Gantry at permanent way 


been stopped for wartime reasons, and in the meantime the 
one depot, besides dealing with materials from the districts 
for which it is specifically designed, is handling materials to 
and from other parts of the system. 

The depot became available owing to the sleeper creosoting 
having been concentrated at other depots; and with only 
very slight alterations and the addition of a large travelling 
gantry crane for the handling of rails and other heavy 
materials, it has been adapted to its present purposes. 

Materials taken out of the line after relaying are normally 
now sent from the adjacent districts direct into the depot 
for sorting, and; where possible, reconditioning. Certain 
preliminary sorting, however, is as a rule done on the line, 
and material which can be transferred direct for use in the 
relaying of subsidiary lines or sidings is not sent into the 
depot. Further, if the chairs are so badly worn as to be of 
no further use than to serve as scrap, they are taken off 
the sleepers at the side of the line if conditions there permit; 
thus transport is reduced to an absolute minimum. 

When the material arrives at the yard the various wagons 
are shunted to the unloading points. Unloading is facilitated 
by the use of mobile petrol-driven cranes, which can 
manceuvre in certain parts of the yard and also inside the 
buildings. Sleepers are unloaded by crane from an adjoining 
siding where they are sorted and stacked on sites allocated 
for the various grades. Rails are taken to be unloaded by 
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reclamation depot, L.M.S.R. 


Not only are crossings built up for reissue but switches are 
similarly reconditioned. 

Among the equipment in the depot, besides the welding 
plant may be mentioned a hydraulic rail-bending machine, 
a screw-straightening machine, and a caustic soda tank in 
which small materials, such as nuts and bolts, can be boiled 
to clean them, after which they are examined, the nuts 
enabled to run on their threads, oiled, and put into store for 
re-use. 

The output of complete reconditioned crossings has been 
approximately between 40 and 50 a month, and under pre- 
sent conditions this has proved to be of immense value in 
assuring the maintenance of the permanent way in first class 
condition. Approximately 50 wagons of permanent way 
material are delivered daily at the depot, some coming in 
ordinary goods trains, others coming as complete trains, for 
which there are three reception sidings available, directly 
connected to the running lines. 

The salvaging of other materials has proved to be of no 
less value, and the small initial cost of installing the plant 
in this depot has already been repaid. 


Welding School 


A useful feature of this depot is the welding school which 
has been established there, and at which men are trained in 
the building up of point and crossing work. From personal 
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inspection we can attest that the instruction is effective, for 
we examined trial crossings which had been built up by the 
pupils after only three weeks of training, and which were 
fully fit for re-use in sidings. With a few weeks more experi- 
ence most of the welders would be quite competent to under- 
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(1) Production of 9-in. 
fishplates from 18-in. fish- 
plates, and reconditioning of 
chair screws and _fishbolts 
and nuts, (2) Reconditioned 
crossings. (3) Reconditioned 
switch blade. (4-8) The 
process of mortising, plugging, 
re-creosoting, and re-chairing 
fencing and Class 1 firewood 


sleepers for re-use 


WORK AT THE PERMANENT WAY RECLAMATION DEPOT, L.M.S.R, 


take the building up of worn permanent way materials in the 
main lines. 

While part of a pre-war scheme the depot has proved of 
considerable value in meeting the new requirements necessi- 
tated by wartime conditions. 








Spanish Petrol Restrictions Restore Rail Traffic 

Restrictions on the use of motor fuel, and the high prices 
fixed, have led to a major transport problem in Spain. All 
road motor transport parallel to railway lines has been pro- 
hibited and even urban motorbus services have stopped. 
The consequent reduction in road transport has thrown on 
the railways a huge volume of additional traffic which in 
present circumstances they can carry only with great diffi- 
culty. The loss of rolling stock through destruction and 
neglect during the civil war was very serious, and the short- 
age of wagons has not yet been made up. Apart from the 


lack of rolling stock, the railways are suffering from a 
shortage of fuel, as, although the Asturian coalfield supplies 
the greater part of the locomotive coal used, English coal has 
always been used for express services. The inferior fuel now 
used on the secondary lines involves reduced train loads and 
slowed running. The Spanish railway companies suffered 
severely from road competition in the past, and it is regret- 
table that now, when circumstances appear to have conspired 
to restore their traffic, they should be unable to deal with it. 
The whole question emphasises the importance of an efficient 
railway system, independent of supplies from abroad. 
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The Blue Train, South African Railways 
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The Union Limited, headed by Class “23” locomotive, between Johannesburg and Cape Town. 
These powerful 4-8-2 lvcomotives were described and illustrated in cur issue of December 2, 1938 
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A night view of the same train, consisting of 13 air-conditioned steel cars, weighing 600 tons 
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General interior view of the dining car on one of the South African Blue Trains. These two 
air-conditioned trains are run as the Union Express, Cape Tcun to Johannesburg, and Union 
Limited, Johannesburg to Cape Town, twice weekly in each direction as from December, 1940 


Left: Air-conditioned compartment with bunk prepared for night use. Right: Lounge car with buffet on one 
of the Blue Trains, which are of all-steel construction, and were built by the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd., as described and illustrated in our issue of May 26, 1939 
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British Railways and the War—49 
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Christmas tree in Holborn tube station. Nightly shelterers are preparing 
to celebrate with customary gaiety, but in strange surroundings 
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Loading shells at a munition factory. The Government decision on holiday arrangements at Christmas and 
the New Year requires the British railways to use all their resources for the movement of traffic essential to 
the national war effort 
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RAILWAY 


PERSONAL 


Lord Aldenham has been appointed 
. Director of the London Midland & 
Scottish Railway in succession to the 
ate Mr. W. L. Hichens. 

MINISTRY OF TRANSPORT 

The term of office of Mr. H. Riches, 
O.B.E., Chairman of Traffic Commis- 
sioners for the Northern Scotland 
Traffic Area, expires on Decem- 
ver 31, 1940. The Minister has 
decided that for the period of 
he war it is desirable to bring 
the traffic areas in Scotland into 
ine with the regional organisa- 
tion, and he has therefore made 
an Order combining the two 
traffic areas in Scotland into one 
traffic area. Mr. A. Henderson, 
who is Regional Transport Com- 
missioner for Scotland and 
Chairman of the Southern Scot- 
land Traffic Area, has been 
appointed Chairman of Traffic 
Commissioners for the combined 
area. Mr. A. Robertson, M.B.E., 
has been appointed Deputy to 
Mr. Henderson; he will be 
stationed at the office of the 
Commissioner at Aberdeen. 

Mr. F. S. Blunt is retiring 
from the post of Secretary to 
the Port of London Authority at 
the end of the year. Since the 
outbreak of war he has also 
been Secretary to the London 
Port Emergency Committee. 
Mr. Blunt entered the service of 
the Thames Conservancy (pre- 
decessor of the Port of London 
Authority) in 1902 and has held 
a number of posts, including 
Treasurer to the authority. 

Mr. F. W. Nunneley has been 
appointed Acting Secretary to 
the Port of London Authority 
from January 1, 1941. 

Mr. A. Hector Cadieux has 
been appointed to act as Chief of Police, 
Canadian Pacific Railway, Montreal, 
during the absence of Brigadier-General 
E. de B. Panet, C.M.G., D.S.O., 
L.d’H., V.D., on military duty. Mr. 
Cadieux, who has been with the Police 
Department of the C.P.R. since 1913, 
is a Past-President of the province of 
Quebec Police & Fire Chiefs’ Associa- 
tion, has been representative since 1925 
of the Chief Constables’ Association of 
Canada, and has also given invaluable 
service to several committees of the 
Protective Section of the Association of 
American Railways. 

We regret to announce the death of 
Mr. Emile Gorjat, a former manager of 
the First Division and delegate to the 
Simplon International Commission. 
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We regret to record the death, on 
December 7, of Mr. Michael Frederick 
Keogh, first General Manager of the 
Great Southern Railways, at his resi- 
dence, Rathgar, Dublin. Mr. Keogh 
was the youngest son of the late Mr. G. 
Keogh, of Gleevagh, Co. Sligo, and 
Glencourt, Bray, a former Solicitor of 
the Dublin & South Eastern Railway. 
Mr. M. F. Keogh was educated at 





The late Mr. M. F. Keogh 


General Manager, Great Southern Railways, 
1924-1928 


Stoneyhurst College. After some time 
in his father’s office he became Parlia- 
mentary Agent in London, and subse- 
quently became Secretary of the Dublin, 
Wicklow & Wexford Railway, which 
later became the Dublin & South 
Eastern Railway in 1898. With that 
office was associated the secretariat of 
the City of Dublin Junction and the 
New Ross & Waterford. Extension 
Railways. He took a leading part in 
initiating and carrying through impor- 
tant developments in the company and 
was strenuously occupied in the pro- 
motion of the link line railway which 
provided a connection from Westland 
Row to Kingsbridge and Broadstone 
stations, and resulted in through con- 
nections for passengers from England to 
the north, west, and south of Ireland 


647 


NEWS SECTION 


via Dun Laoghaire. This” connection, 
incidentally, enabled an acceleration of 
the mail services to be made, for which 
a substantial subsidy was granted. On 
the retirement of Mr. J. Tatlow in 
1913, Mr. Keogh was appointed General 
Manager of the Midland Great Western 
Railway, and held that position until 
the amalgamation of the Irish Free 
State Railways, when he was appointed 
General. Manager of the Great 
Southern Railways. Mr. Keogh, 
as one of the General Managers 
of the Irish railways, was a 
member of the Irish Railway 
Executive Committee which 
controlled the railways under 
Government control and was 
twice Chairman of the Railway 
Managers’ Conference. 

Mr. B. C. Heacock, of Peoria, 
President of the Caterpillar 
Tractor Company, and Mr. 
N. O. Pedrick, of New Orleans, 
President of the Mississippi 
Shipping Company, have been 
elected to succeed Mr. L. A. 
Downs and Mr. A. D. Geoghegan 
as Directors of the Illinois Cen- 
tral Railroad Company. Mr. 
Downs, who died on August 10, 
was Chairman of the _ board. 
Mr. Geoghegan died on August 1. 
The addition of Mr. Heacock 
and Mr. Pedrick to the Illinois 


Central board continues the 
policy adopted in 1938, when 
board meetings were moved 


from New York to Chicago and 
new directors were chosen from 
various businesses on the terri- 
tory of the railroad. 

We regret to record the death 
on December 4 at the age of 
72 of Mr. Charles Tennant, 
Secretary of the London office 
of the Mexican Railway and of 
the Vera Cruz Terminal Rail- 
way. 

Mr. J. S. Hollings has been appointed 
Vice-Chairman of Guest Keen Baldwins 
Iron & Steel Co. Ltd. Mr. W. F. Cart- 
wright, Mr. E. Julian Pode, and Mr. 
C. R. Wheeler have been-elected to the 
board. 


Mr. Charles Ker, C.A., D.L.,_ LL.D., 
J.P., has left estate valued at £92,204. 
Mr. Ker, a short biography of whom 
appeared at page 47 of our July 12 
issue, was a Director of the London 
Midland & Scottish Railway and Senior 
Partner of Messrs. M‘Clelland, Ker & 
Company, Chartered Accountants. 





Mr. Cedric Harold Sparks, -M.A., 
M.I.E.E., A.M.Inst.C.E. Chief Engi- 
neer, and Mr. Charles Kenneth Felix 
Hague, A.M.I.Mech.E., A.M.I.E.E., 
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General Sales Manager of Babcock & 
Wilcox Limited, have been appointed 
to the board of directors of Babcock 
& Wilcox Limited, to fill the vacancies 
occasioned by the deaths of Engineer 
Vice-Admiral Sir Robert B. Dixon, 
K.C.B., and Mr. C. S. Davy. 


We regret to record the death on 
December 13 of Colonel Henry M. 
Mansbridge. Colonel Mansbridge was 
Chairman and a Managing Director of 
the Proprietors of Hay’s Wharf Limited, 
and Director of Hay’s Wharf Cartage 
Co. Ltd., the Southern Railway, Pick- 
fords Limited, Channel Islands Airways 
Limited, Guernsey Airwavs, Limited, 
and of various other industrial and 
commercial concerns. 


The death, on December 14, is an- 
nounced of Father Anton Koroshetz, 
President of the Jugoslav Senate and 
Minister of Education. Father Koro- 
shetz, who was 68, has been Minister for 
National Reconstruction, Minister of 
Communications, and Minister of the 
Interior. 
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Mr. George Allison, the well-known Manager of the Arsenal Football 
Club, giving one of his series of mealtime talks to G.W.R. workers 








Staff and Labour Matters 


Canteens in Factories 

The Minister of Labour has recently 
made an order under which the occupier 
of any factory in which more than 250 
persons are employed, and in which is 
carried on the manufacture or repair of 
any munitions of war, or of any 
materials, parts, or tools required for 
such manufacture or repair, or any work 
on behalf of the Crown shall, if so 
directed by the Ministry’s inspectors, 
make arrangements for the establish- 
ment and maintenance of a canteen 
attached to the factory, or to a group of 
factories, where hot meals can _ be 
purchased by the persons employed in 
the factory or factories. 


Schedule of Reserved 
Occupations 

The Minister of Labour has announced 
that the age of reservation for certain 
electrical occupations (now varying 
between 21 and 25) is to be raised to 30 
on January 8 (in the case of fault 
finders and testers in wireless engineer- 
ing from 30 to 35). It is not intended 
to take all these men into the armed 
Forces, though the Forces require a 
large number, but to ensure that all are 
engaged on work of national importance. 
Many are already so engaged, and will 
remain in civil employment, but they 
will require individual reservation. The 
reservation would cease if they went to 
employment not of national importance. 
Men not engaged on work of national 
importance, or who can be spared from 
their present work, are to be found more 
essential work or else recruited for an 
appropriate service trade in the Forces, 
where there is great need of men with 
their technical skill. Employers of men 
who will cease to be reserved on 
January 8 must make application for 
them to be retained if their work war- 
rants the deferment of calling-up. It 


must be established that their work is 
vitally necessary. No application will 
be considered after December 28. 

The explanation of this exceptional 
procedure is that one of the supreme 
needs of the moment is the production 
and management of electrical apparatus 
of many kinds, including wireless appara- 
tus. Every man with knowledge or 
skill in this field must be found the 
place where the best use can be made of 
his abilities. The occupations covered 
by the announcement are :— 

Electrician, Wireman. Electrician, wireman; elec- 
trician (cine), sound engineer; electrician; theatre, 
film studio; electrician, wireman (vehicle and air- 
craft) ; tester ; switchboard attendant. 

Electrical Fitters, Maintenance Engineers, &c. Elec- 
trical fitter (general hand) ; maintenance electrician, 
electrical engineer; switchboard maker, erector ; 
transformer builder, fitter ; tester, inspector. 

Wireless Engineer, Mechanic. Fault finder, tester 
(new reservation age 35). 

Telecommunication Workers..-Wirer, wireman ; 
cable former, cable form maker ; installer ; instrument 
adjuster; system inspector; tester, cables (tele- 
communication services). 

Railway Wages 

Representatives of the Railway Exe- 
cutive Committee met representatives 
of the National Union of Railway- 
men, the Associated Society of Locomo- 
tive Engineers & Firemen, and _ the 
Railway Clerks’ Association in London, 
on Tuesday, December 17, to discuss 
applications made by the trade unions 
for an increase in the war advance pay- 
able to railway staff. The trade unions 
explained the reasons which prompted 
their applications, and the representa- 
tives of the Railway Executive Com- 
mittee undertook to consider the repre- 
sentations and to give a reply as soon as 
possible. The trade unions are claiming 
an increase of £26 a year for the salaried 
grades and 10s. a week for the wages 
grades. 








Forthcoming Meetings 
Dec. 30 (Mon.).— Arica & Tacna Railway 
Company (Ordinary general), 117, Old 
Broad Street, London, E.C.2, at noon. 


G.W.R. Ambulance Centre 


Members of the Great Western Rail- 
way Ambulance Centre have learned 
with gratification that the Chairman 
of the company, Mr. Charles J. Hambro, 
M.C., has consented to accept the 
presidency of the centre in succession 
to the late Viscount Horne. The centre 
has had a useful year. The more 
spectacular side of the movement, as 
represented by first aid competitions 
and kindred activities, has been sus- 
pended under war conditions. An out- 
standing feature of the year’s work has 
been the excellent services rendered by 
the company’s trained personnel, both 
men and women, in connection with 
casualty clearing station, A.R.P. duties, 
first aid posts, and in giving short 
courses of instruction. During the 
year ended June 30 last, 7,451 members 
of the staff passed their examination 
under the St. John Ambulance Associa- 
tion ; of these 570 were recruits to the 
movement. In addition, large numbers 
of the company’s employees at head- 
quarters and in the provinces have 
taken the short course of first aid, 
without attending a subsequent ex- 
amination. 

The “Athlone Bowl,” the trophy 
awarded to the Ambulance Division, 
gaining the highest percentage of new 
members in proportion to the total 
number of staff employed, has this 
year been won by the South Wales 
Docks Division with the creditable 
percentage, considering the difficulties 
of a war year, of 1-88. During the 
period under review, one member of the 
staff has been promoted to the grade 
of Officer (Brother) of the Order of 
St. John, eight have been admitted as 
Serving Brothers and one as Serving 
Sister, and the Vellum Vote of Thanks 
of the Order has been awarded in a 
further case, in recognition of long and 
valuable services to the movement. 
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TRANSPORT SERVICES AND THE WAR—69 


A working Christmas—Postal system in the New Year—Meals on L.N.E.R. trains— 
Additional air raid shelters—Cheap fares in London for the Forces—Restrictions 


in Irish Channel Christmas travel 


The Government has called for continuous production of 
war supplies during the Christmas season. Production in 
the factories and workshops requires transport on the rail- 
ways and the road to ensure delivery at destination, and 
this demand will be met by the transport workers, but is 
possible only by the limitation of passenger transport ser 
vices. Accordingly, only the normal daily and Christmas 
Day services, including workmen’s trains and road trans 
port, are being maintained during the Christmas season 
Members of the general public have been strongly recom- 
mended by the Minister of Transport not to travel unless 
it is absolutely necessary, as no additional services or facili- 
ties can be provided for abnormal traffic. The appeal added 
‘“Make this a stay-where-you-are Christmas and you will 
have the satisfaction of knowing that by so doing you are 
helping indirectly to clear the rails and the roads for the 
munitions and war supplies so essential to victory.’’ 

The Postal System in the New Year 

With the object of expediting the delivery of mails, the 
Government has approved certain reorganisation proposals 
which are now being worked out with the co-operation of 
the Post Office staff organisations. Jt is intended that, from 
January 1 next, letters posted in London suburbs up to 
noon, and up to 1 p.m. at head offices in London, shall be 
delivered first post next morning anywhere in England 
and Wales, subject, of course, to unforeseen interruption 
through the bombing of postal premises or railways. In 
the London area the final collection of letters will be 4.30 
p-m. in the suburbs, 5.30 p.m. in Central London, and 
6 p.m. at the G.P.O. Changes will be made in the night 
duty shifts of postal workers at the chief sorting offices in 
London, and instead of night duty sorters seeking under- 
ground shelters during ‘‘ danger imminent ’’ periods, they 
will work continuously in reinforced basements. The Post 
master-General has announced that all the main-line railway 
companies are co-operating generously with the Post Office in 
this reorganisation scheme for ensuring quicker mail delivery 
throughout the country. Many railway timetables will have 
to be re-cast, and the Postmaster-General has voiced his 
appreciation of the public spirit displayed by the railway 
companies in the common endeavour to give the country a 
much improved postal service. 


Meals Served on L.N.E.R. Trains 

The L.N.E.R. reports large increases in the number of 
meals served in its restaurant cars. During four weeks just 
before the war 4,624 meals were served on the two daily 
Flying Scotsman expresses between London and Edinburgh. 
A census during four recent weeks revealed that the number 
had risen to 5,824. During the same periods the number of 
meals served on two daily expresses between London and 
Leeds has increased from 1,708 to 3,939. The standard lunch 
or dinner at 2s. 6d. and the service charge of 10 per cent. in 
lieu of gratuities, both introduced since the beginning of 
the war, have received the approval of the majority of 
L.N.E.R. travellers. Difficulties have occasionally been 
experienced through shortages of some foods, but these have 
been overcome by the provision of substitutes. 

Special arrangements have been made to meet the needs of 
travelling members of H.M. Forces, apart from the refresh- 
ment barrows and voluntary canteens now provided at prac- 
tically all principal L.N.E.R. stations. These include a 
corridor service by means of which pies, sausage rolls, 
biscuits, fruit, chocolate, and confectionery are available on 
many main-line trains for those who do not require a full 
meal in the restaurant car; and the supply of cartons con- 
taining a meat pie, roll and butter, apple or orange, cake, 
and chocolate biscuit for 1s. 


Egyptian Western Desert Railway 


Apart from the demands of the day-to-day train services, 
the Hotels Departments of the L.N.E.R. are frequently called 
upon to make catering arrangements for special military and 
naval trains, and in recent weeks buffet cars and kitchen 
cars have been provided on many such trains, on one of 
which no fewer than 749 breakfasts were served. 


Loud Speakers at Stations 

Loud speakers at stations are proving of considerable 
benefit for broadcasting train service news, especially during 
the blackout when conditions are difficult for passengers. 
The main-line railways now have permanent loud speaker 
installations at 63 stations, and, as soon as the necessary 
equipment has been obtained, 30 further stations are to be 
equipped similarly. Use is also being made by the railways 
of portable loud speaker equipment for use at stations 
where the train service may be interrupted through enemy 
action. Special attention is also being given to the selection 
and education of the staff employed on these loud speaker 


NOTICE OF INCREASE OF RATES 


BETWEEN 


Stations and Places in Ireland 
Stations and Places in Great Britain. 


The Railway and Steamship Companies conveying Merchandise 
and Livestock between Stations and Places in Ireland and Stations 
and Places in Great Britain by Merchandise and Passenger Train 
Services GIVE NOTICE that all Through Rates in operation on 
30th November, 1940, will, on and from 1st December, 1940, be 
increased as shewn hereunder. 


NOTICE IS FURTHER GIVEN that an intimation has been 
received from the Railway Steamship-Owning Companies and 
Independent Steamship Companies that the Sea Surcharges 
applicable from 20th November, 1939, will be superseded by the 
amounts shewn hereunder. 


The aforementioned Sea Surcharge additions are made in respect 
of the Sea portion of the transit and will be wholly appropriated to 
such portion of the journey. 

F. R. REID, Secretary, 


16 Westmoreland Street, Dublin, 
21st November, 1940. Irish and English Traffic Conference. 





ALTERATION OF RATES 


All Through Rates for Merchandise and Livestock by Merchandise and Passenger Train 
Services will, on and from Ist December, 1940, be increased in the following manner : 


PERCENTAGE INCREASE 
An increased charge of 16§ per cent. will be added to the rates in operation on 18th November, 1939. 


SEA SURCHARGE ADDITIONS 


In addition to the foregoing rcentage increase, raviees Sea Surcharges as shewn hereunder 
will be added to all rates on and from Ist December, 1 


BY MERCHANDISE TRAIN 






MERCHANDISE LIVESTOCK 
Traffic in os si Addition Addition 
Classes 1 to dee A ee oS Gatatn er } 6/3 per ton Horses and Mules and other Beasts of Burden 12/6 per head 
o of rich Classifica Cattle and Calves : $9 
4 of Irish Railways Clanidicetion } ve 
1 to 16 of British Classification " Pigs : v3 
5 and 6 of Irish Railways Classifc ation J Sheep, Lambs, snd other emall enimels : f on 
17 to 21 of British Classification 
to 9 of Irish Railways Classificanon } s/o « Wild Animals . ° 12/6 
BY PASSENGER TRAIN OR OTHER SIMILAR SERVICE 
Addition Addition 
Division 1 (Milk) _ - ee 11d, per can Group 6 (Cycles, Perambulators, etc.) 
Arucles in Sections (a). (6) and (c) ° ° gd. cach 
Division 11 (Perishable Traffic other than Milk) oo 8d. per owt Articles in Sections (4), (¢) and (f) . ° Sd 
Corpses > - es. 
Traffics in Divisions | and 11 charged at Exceptional and Muscellaneous Traffic not otherwise provided for Bd per cwr 
Special rates 8d 
ups j, and 4 (Parcels Scales) and Excess Luggage LIVESTOCK 
Up to 28-Ibs. - 4. Horses, Mules, and other Beasts of Burden - 12. 6 per head 
Over 28-Ibs..but not exceeding s6-Ibs ~ sd Cattle and Calves 9 
56-Ibs . Bg-lbs 6d. . 3 
&y-Ibs > tra-lbs. 6d. , Lambs, and other small anynals > -« 
tta-lbs ee oo - 8d. per owt, Wild Animals « - oe ° uf 





Poster announcement of increases in merchandise 
and livestock carriage charges by railway and 
railway - owned and independent vessels for 
transport between Great Britain and Ireland 
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installations, to ensure that properly-trained personnel with 
the right type of voice is in charge of the microphones. 


Travel Information Bureaux 


The eighteenth travel information bureau was opened in 
Central London on December 11 by the four main-line railway 
companies and London Transport. These street booths, at 
which information is given about transport in London and 
suburbs, are stated to be a complete success ; some twenty- 
five thousand questions were answered at them in one week. 
In addition, there are 14 enquiry offices and a corps of intelli- 
gence officials at busy main-line stations. 


The Services Canteen at Newcastle 

[The W.V.S. canteen for the Ry which was opened at 
Newcastle Central station, L.N.E.R., in November, 1939, has 
met a great need during its first year of activity, as shown 
by the figures covering the period. Altogether 600,000 meals 
have been served. The goods consumed include 2,600 lb. of 
tea, 450,400 cakes, 256,464 pies, and 913,200 sandwiches. In 
iddition, 90,900 cartons were given away with drinks. It 
was found necessary to introduce these cartons for drinks 
after no fewer than 6,360 cups and mugs lent to members of 
the Forces had disappeared. 


Disused British Museum Station as Air Raid Shelter 


Mr. Herbert Morrison, Minister of Home Security, announced 
on December 10 that preliminary work had already been put 
in hand for the adaptation of the disused British Museum 
station of the Central London Line as an air raid shelter. We 
understand that a separate entrance to the old station is to 
be provided Che British Museum station was closed on 
September 24, 1933, and was replaced on the next day by new 
station tunnels constructed near the site of the Piccadilly 
Line Holborn station, thus providing interchange facilities 
between the two tube lines Che whole of the British Museum 
station therefore became disused, including not: only the 
platforms but also the approach corridors, lift shafts, etc. 

At the reconstructed Holborn station, four reversible 
escalators in one tunnel of 30 ft. diameter, carry the passengers 
and the Central Line station level, and a 
escalators connect the Central Line 
The depth 


between street level 
further three reversible 
station level with the Piccadilly Line platforms. 
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<N 
et WHY AREN’T THERE 


The Traits SMUST go MORE TRAINS ? 
“through a j 

Factories turning out guns, 
bombers and fighters depend 
on the Railways for supplies. 






To keep them working at 
top pressure the Railways 
must run thousands of 
additional goods trains by 
day and night. 


Ke 
This is the first rule of 
British Railways. Railway- 
men work under bombard- 
ment and are ready to risk 
their lives to keep YOUR 
train running. 


227,000,000 passengers and 
8,100,000 wagon loads of 
freight—including the nation’s 
food, coal, mails and news- 
papers—were transported in 
two recent months. 


The Railways must also 
keep the Nation’s food, coal 
and export trades moving. 


Essential trains must have 
first claim on the lines. i 
is as vital to ration trains as 
it is to ration food. The Rail- 
ways are giving you every 
passenger train the tracks 


You may experience delays 
P ” will take. 


but British trains are kept 
running —in spite of the 
greatest aerial bombardment 
the world has ever known. 


WE'LL BEAT HITLER BY 
HELPING ONE ANOTHER 


BRITISH RAILWAYS BRITISH RAILWAYS 











Further British railway newspaper advertisements 
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from the street to the Central Line platforms is about 85 ft. 
and to the Piccadilly Line platforms 135 ft. 


Cheap London Fares for the Forces 


The London Passenger Transport Board has arranged to 
issue Is. all day tickets to men and women of the British and 
Allied Services in uniform, spending their leave in London. 
They are available for travel from 10.30a.m. on London 
buses, trams, trolleybuses, and certain sections of the Under- 
ground railways. These tickets, the issue of which began on 
December 4, are issued to men and women in the Services at 


London aa 
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of the British and Allied forces on FROLLEYBOS @ TRAM 
leave in uniform SERVICES 
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troop information bureaux at railway stations, and at various 
Service clubs. Leave passes have to be shown before the 
tickets are issued. We reproduce the first of these tickets, 
which is in three sections coloured respe ctively red, white, 
and blue. 


Restricted Irish Channel Christmas Travel 


The L.M.S.R. has given notice that, in consequence ot 
limited steamship accommodation, passenger travel to and 
from Ireland between December 19 and January 4 (both 
dates inclusive) will be rationed, and passengers (including 
children of all ages) proposing to travel on any of these 
dates must obtain in advance a “ sailing ”’ ticket (free of 
charge) in addition to the usual rail and steamer travel tickets 
and the necessary exit permit. Applications for “‘ sailing ’ 
tickets should be made at least 7 days before the date of 
travel. Particulars of the restricted dates by the various 
services and the points to which applications should be made 
for sailing tickets can be obtained at L.M.S.R. stations. 


Transport Restrictions in Germany 


A German Order of December 12 forbids the use of torches 
of any kind on or near railway stations, as this is considered 
to endanger the security of public services by attracting the 
attention of R.A.F. raiders. 

In view of the shortage of railway wagons, the German 
Government has recently issued widespread appeals to 
traders by advertisements in both daily newspapers and trade 
journals emphasising the vital necessity for the speediest 
release of every wagon. The following is an example of these 
appeals : — 

Every Wagon Counts 

The freight traffic which has to be conveyed throughout Greater Germany has 
increased enormously. The Four-Year Plan, the armament industries, the Army, 
and civilian food distribution, are making heavy demands on our stock of wagons. It 
is therefore necessary to use every available wagon to the utmost. Goods wagons can 
fulfil their purpose only while they are being moved. Every hour in which they 
remain unused—it does not matter whether the wagon is standing empty or loaded- 
means the waste of valuable loading space, and unnecessary delay in the movement of 
freight. If it is possible to shorten the standing time of the wagon by IO per cent., 
the result is that hundreds, even thousands, of extra wagons are made available to 
industry daily. 

Make every effort to hasten the loading and unloading of wagons, by better organisa- 
tion, by more practical arrangement of work, and by the use of labour-saving appliances. 
Use the loading space to the last cubic metre and load the wagon whenever possible to 
the full official loading capacity—for internal German traffic it is now permissible to 
load the wagon up to a ton higher than the official loading capacity. 

Help the Reichsbahn and you help yourself 

As we have already recorded in these columns, there are 
prohibitions or restrictions on the long-distance transport of 
such commodities as bread, milk, beer, and building 
materials. 

It would seem from reliable reports reaching this country 
that the continued activities of the R.A.F. are materially 
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reducing the available stock of railway trucks and tank 
wagons, and indeed the frequency of the raids on the great 
marshalling yard at Hamm is understood to have this as one 
of its main objectives. As Mr. Dingle Foot, Parliamentary 
Secretary to the Minister of Economic Warfare, pointed out 
in a speech at Lampeter last Saturday, the Reichsbahn in 
any event would necessarily feel the great strain of having 
to convey supplies ‘overland from the east and south east 
to the main centres of German industry which previously had 
been accustomed to receive their raw materials from overseas 
via Hamburg and Bremen and up the Rhine or the Elbe. 
He said that the many British raids on marshalling yards 
were intended to intensify this strain by causing temporary 
disorganisation and by further reducing the available rolling 
stock, and he assured his hearers that the results of this 
pressure were becoming increasingly visible. We have fre- 
quently pointed out in these columns that there is a vast 
difference between the successful part-disorganisation of an 
efficiency machine, and allegations of inefficiency in the 
structure of that machine, and we return to the subject in an 
editorial note at page 633. The ability of the Reichsbahn 
during the past sixteen months to serve the German war 
machine has amply demonstrated its initial mechanical effici- 
ency. At present, however, the German authorities seem 
to be unable to pay attention to the convenience of pas- 


sengers, and Mr. Dingle Foot cited the examples of a 
passenger who, a month ago, had to make 13 changes 


between Basle and Berlin, and of another who was required 
to make no fewer than 14 changes on a recent journey from 
Berlin to Geneva. 


Egyptian Western Desert Railway 
The great British advance in the western desert of Egypt 
which began at daybreak on Monday, December 9, and is 
already pushing on into Libyan territory west of Sollum on 
the frontier, naturally focuses attention on 
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bringing into use of three successive terminals—equipped with 
electric staff block working, signalling, and staff quarters, 
were completed and opened for traffic. The description of 
this fine piece of work appeared in our issue of July 24, 1936, 
and on October 27, 1939, we also published a brief article 
outlining the earlier history of the line from Alexandria. 

No doubt the motor road, which parallels the railway 
throughout, has been largely used by the army lorries, tanks, 
and other mechanical transport vehicles, but the railway, 
built for military needs in 1936, has made possible the trans- 
port of the great mass of heavy supplies and equipment to an 
advanced point whence the lead by road even into Libya is 
comparatively short. In fact, it would seem to have been 
essential to the success of so remarkably rapid an advance, 
starting nearly 200 miles from the main base and extending 
150 and more miles still farther into the desert. 


Canadian Training Tanks from U.S.A. 

Large numbers of light tanks were acquired some time ago 
from the U.S.A. for training use by the Canadian Armoured 
Division. They were delivered to their destination in Canada 
by special trains of flat trucks operated by the Canadian 
Pacific Railway, which handled the whole of the movement. 


Shortage of Wagons in Switzerland 
On November 15 the Swiss Federal Railways issued an 
appeal in the press to traders and shippers to do their 


utmost, in the national interest, towards reducing to a mini- 
mum delays in loading and unloading goods wagons. It was 


explained that large quantities of rolling stock had to be sent 
abroad to carry Swiss imports, and that a shortage of wagons 
for internal traffic might result if users did not co-operate 
with the railways on the lines suggested, namely: (a) by 
loading and unloading as rapidly as possible, even during 
week-ends; (b) by ordering wagons only when they can 





the lines of communication of the British 
forces. Their efficiency must have con- 
tributed in no small measure to the great 
success achieved from the complete initial 
surprise of the Italians and throughout the 
continued rapid advance, not to mention 
the mopping up of Italian troops and the 








forwarding of prisoners to Alexandria and nop YY 
Cairo. Chief factor in these communica- SS 
tions is the standard-gauge western desert Pl 
extension of the Egyptian State Railways po 


with its railhead at Mersa Matrouh 294 km. 
from Alexandria and about 120 miles east 
of the Libyan frontier Beyond Mersa 
Matrouh is a motor road extending past K 
Sidi Barrani, through Sollum, Bardia, and 





Tobruk, towards western Libya. 0 5 10 Miles 
The railway originated in a_ private a.” a a 
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venture, and was first built as a standard- 
gauge line only as far as km. 177 from 
Alexandria. Subsequently, a metre-gauge 
extension was constructed from km. 177 
through Fuka to km. 256, a point in 
the desert, but near the coast, about 40 miles short of Mersa 
Matrouh. In February, 1914, the Egyptian Government 
purchased both standard- and metre-gauge sections and their 
equipment, but the metre-gauge extension was closed down 
and partly dismantled about that time. The Government 
later carried on the standard gauge to Fuka (km. 217). 

In the autumn of 1935 it was decided as a precautionary 
measure to station a defensive force at Mersa Matrouh, and as 
there was only an indifferent motor road beyond the then 
railhead at Fuka (km. 217), it was decided, in November of 
that year, to extend the standard-gauge line thence to Mersa 
Matrouh, a distance of 774} km. (48 miles), using the old 
narrow gauge formation wherever practical as far as km. 256. 


The new extension was opened to Matrouh on April 7, five 
months after the decision to build the line. Actually serious 
construction work began only on January 1, and in the 


succeeding 97 days nearly 100 km. of earthwork—including a 
difficult cutting near Matrouh—permanent bridges and cul- 


verts, permanent way, and stations—not to mention the 


The strategic desert railhead at Mersa Matrojh 


immediately be used; (c) by using wagons ‘to their full capa- 
city; and (d) by postponing until a more suitable time any 
movements which are not urgent. 


Transport in Belgium and Holland 

Through traffic has been resumed on most railways, but 
there are still several breaches in the lines where bridges and 
viaducts were destroyed. The Brussels—Antwerp electric 
service is in operation in two sections, one on each side of 
Malines where the bridges are still out of use. The low-level 
steam-operated lines are open. 3etween Brussels and Ghent 
only the old main line is available ; between Liége and Aachen 
only the route through Visé is in operation. The principal 
breaches in Holland are in the Utrecht—Eindhoven main line. 
Signalling systems are still under repair at various places. 
Accidents are rather frequent. The Netherlands Railways 
have announced that the catering service in the buffet cars in 
the electric trains has been taken over by the German Mitropa 
company. 








652 


THE RAILWAY GAZETTE 


RAILWAY AND OTHER MEETINGS 


Buenos Ayres Western Railway Limited 


The ordinary general meeting of the 
Buenos \yres Western Railway 
Limited was held at River Plate House, 
Finsbury Circus, London, E.C.2, on 
December 18, Sir Follett Holt, Chairman 
of the company, presiding 

rhe Secretary, Mr. N. F. E. Grey, 
having read the notice convening the 
meeting and the auditors’ report, 

The Chairman, in moving the adop- 
tion of the report and accounts, said 
that owing to prevailing conditions the 
report was presented in an abbreviated 
form, but the accounts were given in 
full and the usual statistics and the 
interesting report of the Chairman of the 
Local Board were available for stock 
holders to consult. 

After two consecutive bad weather 
vears, which had been very disturbing 
to the company, a better crop had 
fallen last season to the Western, 
which was in fact the only British- 
owned railway in Argentina able to 
show improved receipts. The timely 
increase of £133,000, coupled with a 
reduction of £36,000 in expenditure 
had enabled the company to meet its 
debenture, note, and working agree 
ment charges for the year with but a 
very small balance on the wrong side. 

The bad seasons experienced, how- 
ever, so depleted the company’s cash 
resources that it had been found 
impossible to repay when due on the 
first of next month the £295,910 notes 
which was the balance left in the hands 
ot the public of the £1,000,000 issued in 
1924. The company was therefore ask- 
ing the holders to renew them for a 
further period. 

It was much to be regretted that it 
had proved impossible to pay any 
dividend on the preference or ordinary 
stocks for the past year. 

\ll the British-owned railways in 
Argentina had suffered alike for some 
vears through heavy losses in exchange 
and through the competition which had 
followed the extensive construction of 
State arterial roads designed to serve all 
the important parts of the country. 
But the Western in addition had had 
bad crops to contend with. The Pampa 
zone being distant from the ports, was 
where the traffic was more profitable 
and less competitive. It had been there 
that the rainfall affected by the impact 
on the Andes of the winds from the 
Pacific had been deficient. After two 
seasons of intense discouragement, the 
past year had served to put new heart 
into the grain growers and cattlemen 
who had seen again that the Pampa, 
with its millions of acres, was still a 
productive proposition. The rainfall 
of the zone of the railway within the 
Province of Buenos Aires was much 
more reliable, and in pastures and grain 
productive power was as rich as any 
in the Republic. 

The railway was in good order and 
was well equipped. Although a little 
short of its very best, it had carried 


last year 26 million passengers, nearly 
24 million tons of goods and 4,400,000 
head of livestock. The recovery of the 
past year should therefore have dis- 
pelled any thoughts in the minds of 
stockholders that the Western as a 
railway, on account of the Pampa zone, 
had become a back number, for this 
was not the case. Its present unprofit- 
ableness was due to adverse exchange 
and road competition—causes which 
had been beyond the control of the 
company. As to exchange, no one could 
tell what would happen—it was as 
likely to go in their favour as against 
them, and road competition, under the 
guidance of law and the authorities, had 
to and would work out its own salva- 
tion and theirs. He need hardly say 
that constant attention was_ being 
given to these two vital questions. 

Recently, to help the Government to 
dispose of the huge surplus of maize in 
the country, some 5 million tons, the 
railways had agreed to a reduction in 
the maize tariff. On the other hand, 
they had asked for authority to increase 
other tariffs and for some further con- 
sideration in exchange, for they were 
now facing a very large war increase 
in the cost of fuel and all stores. 

Argentina, from the economic stand- 
point, had got safely through the first 
year of the war, but with the closing 
of many European countries to her 
exports a difficult period must now 
follow. Although not seemingly a pro- 
pitious time, Senator Sanchez Serondo 
had mooted a project for the further 
nationalisation of the foreign-owned 
railways. This might or might not 
take form, but in any event he did not 
think that either the Argentine Govern- 
ment would father any scheme that 
savoured of unfairness, or that stock- 
holders would accept any _ proposal 
which did not offer fair recompense for 
the good money they had subscribed 
to this enterprise which had played its 
part bravely during the past 50 years 
in. bringing the Republic to the great 
position it held to-day. 

As a survivor of the early days he 
could look back over those 50 years 
to the magic of the rail in Argentina. 
Small stations little more than shacks 
dumped down in the wilderness had 
become surrounded in the next year 
by teeming villages and with as far as 
the eye could reach growing wheat or 
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linseed with its sky-blue flower. And 
he had seen countless shiploads of 
materials arriving from the factories of 
Britain, whose thousands of workmen 
thus had helped to secure the return of 
the cheap food so essential to them 
The British railways had indeed been a 
wonderful factor in the creation of the 
Argentina of to-day and all it meant and 
would mean in the future and he trusted 
that in the present confusion of events 
this intimate connection between the 
two countries, built up with so much 
enterprise and care would not be lightly 
sacrificed. 

The latest cable from the General 
Manager stated that he expected that 
passenger, parcels, and fruit traffic 
would be normal, that the area under 
the cultivation of cereals was increased 
by 4 per cent. with prospects of a good 
yield, and that pasture lands were in 
excellent condition. This was good 
news and as the company had in its 
zone some 400,000 tons of last season’s 
crops still to carry it would be under- 
stood that immediate prospects might 
be a great deal worse. During the 
coming months, however, the company 
would have to meet difficulties with 
finance inherent to these war times, but 
everything possible would be done to 
surmount them. 

They owed gratitude to Major Loe- 
wenthal and Sir William Leguizemon 
and their colleagues and staft for the 
skilled and unremitting attention thev 
gave to the welfare of the railway, as 
also to the Secretary and staff at home 
during this uneasy period. 

Insidiously age brought its limitations 
and regretfully considering it was his 
duty to the stockholders to do so he 
had asked his colleagues to release him 
from the heavy work entailed by the 
joint Chairmanships of the Southern 
and Western. Mr. Eddy, a much 
younger man, already well known to 
the stockholders, would therefore suc- 
ceed him after this meeting. 

The chairman then moved and Mr. 
J. M. Eddy seconded the following 
resolution : ‘‘ That the directors’ report 
and audited statement of accounts for 
the financial year ended June 30, 1940, 
now submitted, be received = and 
adopted.”’ The resolution was carried 
unanimously. 

The retiring directors, Mr. J. M. 
Eddy and the Hon. E. B. Buller- 
Henderson, were unanimously re-elected. 
The auditors were reappointed and the 
proceedings closed with a vote of thanks 
to the chairman, directors, and staff at 
home and in Argentina. 








RANGOON Port Commiss1on.—The 
report for the year ended March 31, 
1940, shows an excess of income over 
expenditure of Rs. 4,43,084. Receipts 
were higher, at Rs. 72,78,207, compared 
with Rs. 69,76,000 in 1938-39, but on 
the other hand expenditure had also 
increased, the amount being. Rs. 
67,35,123, as against Rs. 65,77,967. 
The contribution of Rs. 1,00,000 to 
capital account, brought the total 
expenditure up to Rs. 68.35.123. The 


total net tonnage of steamers entering 
the port was 4,265,561, a decrease of 
45,441 tons on that of the previous 
year. 


MexicaN Rattway  ACcCIDENT.—A 
repair train is reported by Reuters to 
have become derailed on a curve near 
Iguala and to have fallen over a 
precipice with the result that 71 
persons lost their lives. 
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: Railway Benevolent Institution.- 13 steel bridges for the Central Railway . 

ilway and Other Reports fon. bridg t 
Ra way a ep The Railway Benevolent Institution of Brazil, 18,000 tons of rail and acces- 

Canadian Pacific Railway Com- pian! — Collection ‘is now a sories, and 20 radio-telegraph stations. 

P ies See o wae en made ; ls. subscription secures a return = F : 
pany.—Final dividend of 2 per cent. . : . ; e 4 ene 
on preference stock making 4 per cent. of about 3s. 6d. a week during the i. piety Pinang ee oe —_ 
tne thn wane 1000. period of disablement by accident S scexing venders i0r the supply © 
: (£5 maximum), £5 to the widow of a helical and volute springs. Specifica- 

Kendall & Gent Limited—Divi- member killed, and £3 to the widow of tions and forms of tender are ee 
dend is again 20 per cent. a member dying from natural causes at the offices of the company, 42, Fair- 

r Dsestieedl Dividend 4 during the year of membership. Benefits cw - Roehampton Lane, London, 

Adapeet ge nog page Or are paid irrespective of other income. ok 15. Tenders should reach the 
year to September , is 3 per Subscriptions will be received by any Managing Director, South Indian Rail- 
cent. (against 6 per cent.). stationmaster or agent, from whom par- way Co. Ltd. at that ge not later 

Jonas Woodhead & Sons Limited. _ ticulars are available. No claim can be than 10 a.m. December 28, 1940. 

Dividend on ordinary is 10 per cent. shore m8 which arises out of the present 
(same). 1ostilities. = i : 

ieee y Works (1936 Canadian National Earnings.- British and Irish Railway 

Sentinel y oe ‘ “se Ss et Gross earnings of the Canadian National Stocks and Shares 
Limited.— The directors ee ee Railways in October, 1940, were 
an interim dividend of 3 per cent. on $99 984.979. an increase of $1,041,824 

. » — “2 rafeare vat “ 2S ip aisha © ee . ; siti Cee Pri 
the 6 ‘per cent. a shares for in comparison with October, 1939. . rices 
the current six months. Operating expenses amounted _ to pecaies £8 $5 

Central Wagon Co. Ltd.—The $17,743,657, with an increase of ) = 1. Rise / 
directors recommend a final dividend $1,254,350, resulting wn net yn of 1940 Fall 
of 9} per cent. making 124 per cent $5,241,322, which were $212,526 lower 

IS . < S -+s pile we J . QC / cate 
less tax, for the year of September 30, than those of October, 1939. Aggregate Cone awn. i = " 

; » ict : aaa oe _ . . . r = aor — 
against the total of 10 per cent. for the gross earnings for the — an months @ Con. Pref. 92 | ih 84 ~} 
previous year of 1940 totalled $201,400,970, an in- 4 Red. Pref. (1980) ” 98 | 83 934 a 

' ‘ crease of $37,211,878 in comparison 8 _ 1054 333 1034 * 
John I. Thornycroft & Co. Ltd. with the first ten months of 1939, and 44%, Deb. - - ilo | 99 ioat a 

The directors recommend a dividend the net earnings of $33,209,638 show 343, yo oe ve ri = ry — 
of 10 per cent. (same) on the ordinary an improvement of $21,103,436. 5% Re. Charge. ...: 17 104 iit ae 
shares for the year to July 31, 1940, 5%, Cons, Guar. coe! 109 9642 | 112 +4 
and propose to transfer £67,450 to L.M.S.R. 
general reserve and the carry forward Contracts and Tenders Ord... ae veel IT 94 138 |—% 
is increased to £67,653 3s. 6d. cae eae |.gn | we | ee ice 

. rhe Royal State Railways of Thailand 50? Red: Pref. (1955) | 83. | Sat 734 a 
are seeking bids for 20 all-steel box 4% Ded. .| 984 | 85 97* \} 
7 ee of a gauge. - 4°, Red. Deb. (1952) | ‘7 oy = , 
tenders must be submitted to the 
Notes and News Stores Superintendent ——o erm. 5% oe ig a 3} s bs 
‘hej en 5 ae > by January 31, 1941. t is understooc Def. Ord... a Fi I : 
Christmas Trees at L.N.E.R py J eg ee ne 1 ole lial) x 
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stations, York Hull Scarborough 150 low-side freight wagons of metre rt Fleet - oad 8 60 733 “gi 
’ the me , sige ? ean : we a is Gas S : % First Guar. : 2 
Harrogate, Darlington, Newcastle, and gauge, the underframes of which must 4% Second Guar. ‘st 47 61 = 
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of money and parcels, which members According to the American Embassy te —~ “ee os 96 | 100% - 
of the public are invited to place on at Rio de Janeiro, the Brazilian Ministry conti | 
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will be devoted to the sick and needy orders in the U.S.A. for railway equip- ee Sei as = a ; 10¢ |—% 
through local hospitals and_ other ment to the value of about $6,000,000. 5° Red. Pref. (1964) | 102% | 34 ari > 
charitable organisations. Last year The orders cover 26 locomotives, 450 32 Goer. Pref. we) 1164 103 iis j|—-4+ 
£268 and 2,154 parcels were collected freight wagons, 150 lorries, and railway 1 87) war. Pref. | 1124 | '02t8 | 102% - 
in this way. The trees will be illu- signal equipment, as well as material 3 » Be. ba a 103 iit 1024 |+4 
minated as much as the lighting for the construction of 5 electric loco- 4% Red. Deb. (1962. tose ry tore | es 
restrictions allow. motives, road and airport equipment, 67) 
ts ya Deb. (1970- | 102 96 1064 — 
) 
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THE RAILWAY GAZETTE 


PARLIAMENTARY NOTES 
Railways Agreement (Powers Bill) 


The Railways Agreement (Powers) 
Bill was passed through all its stages 
in the House of Commons on December 
ee. 

Mr. F. Montague (Parliamentary 
Secretary to the Ministry of Transport) 
in moving the Second Reading, said 
that the final settlement of the financial 
agreement between the Government, 
the railways and the London Passenger 
Transport Board had been held up 
because of the Government’s intention 
to deal with compensation for war 
damage by means of a comprehensive 
scheme which, in due course, would 
come to be applied to railway property. 
In the meantime, the measure before 
the House provided machinery whereby 
modifications of the existing statutory 
obligations or limitations of the con- 
trolled undertakings might be made so 
as to enable effect to be given to certain 
essential features of the war-time control 
of those undertakings. They would 
enable the parties to comply with the 
financial arrangements, which were 
explained to the House in February last 
and were outlined in White Paper No 
6168. In that paper it was stated that 
the Minister of Transport or the railway 
companies and the board jointly might, 
after the end of 1940, propose a re- 
vision of the arrangements if there 
was some cause of a major character, 
but whether revision took place or not, 
and however further negotiations might 
modify the existing terms of the agree- 
ment, so long as control in its present 
form remained, there must be an agree- 
ment, and any agreement which would 
meet the necessities of war control must 
provide for a single control over all the 
railways of the country and a pool of 
railway receipts and expenses. 

Whether therefore it was the agree- 
ment in its present terms, or in the 
terms of a year hence, or as altered by 
negotiation at any time after December 
31 this year, there must be continuity 
of control and certain fundamental 
principles must be preserved. If re- 
vision was proposed on either side 
negotiations would, of course, begin 
and would take their time, but the 
control went on. It was a matter of 
continuity and not of an agreement 
automatically coming to an end at the 
conclusion of the year. The Bill 
empowered the Minister of Transport 
to confer upon the other parties to the 
agreement, by order, such powers as 
they required to carry out the agree- 
ment, and it must of course be retro- 
spective, since control commenced at 
midnight on August 31, 1939. As an 
essential part of any agreement must be 
the pooling of the receipts of the con- 
trolled undertakings, it was necessary 
to confer the requisite powers, so far 
as those were not already in existence. 
Section 19 of the Railways Act of 1921 
did empower railway companies to 
make arrangements among themselves, 
not only to allocate traffic but to pool 
receipts, but that Act was passed before 


the creation of the London Passenger 
Transport Board and it was obvious 
that those powers were not wide enough 
to cover a similar kind of pooling in 
respect of the London Passenger Trans- 
port Board. That was one of the statu- 
tory limitations which would be removed 
by Order made under sub-section (1) of 
Clause 1 of the Bill. 

Another Order under that sub-section 
would deal with trust funds to be set 
up under the financial arrangements. 
The companies’ maintenance allowances 
might not, under present conditions, be 
fully expended, because of shortage of 
material or for other reasons. The 
unexpended balances, together with 
sums received in payment for lost assets 
not immediately replaced, would be paid 
into trust funds to meet costs of re- 
habilitation as they arose, probably 
after the war. The trust funds would 
be under the joint control of the Govern- 
ment and the controlled undertakings. 

Sub-section (2) of Clause 1 referred 
specifically to two matters for which 
powers were urgently required, which 
would be the subject of further Orders. 
As to paragraph (a), the London 
Passenger Transport Act of 1933 estab- 
lished a pool of receipts of the board 
and the London suburban lines. When 
the Government took over the control 
of the railways, it was found impractic- 
able to continue the pool. That was 
partly because the whole of the receipts 
of the board and the railways were to 
be merged in the new control pool. 
There would therefore be no divisions of 
traffic or divisions of receipts between 
the parties and the receipts from 
London Passenger traffic were of course 
indistinguishable. It was also partly 
because the fluctuations of working 
costs between buses, trains, cars and 
trolley buses would have made it 
difficult to make a proper adjustment of 
operating allowances. It was true that 
the London Passenger Pool was specific- 
ally mentioned in the 1933 Act as the 
security for certain interest payments 
but the stockholders concerned were not 
prejudiced by the substitution of the 
control pool as their new security and 
there was therefore no necessity on 
their account to continue the London 
pool which was merged into the larger 
national pool. Paragraph (b) of sub- 
section (2) would have the effect of 
bringing the accounting year of the 
board into line with that of the main 
line railway companies. The accounts 
for the pool set up under the financial 
arrangements between the Government 
and the controlled undertakings were 
made up to December 31 in each year 
and the balance in the pool at the end 
of its accounting vear determined the 
position of the parties under the 
financial arrangements, e.g., whether 
the Government would have to imple- 
ment the guarantee or not. It would 
be readily seen that it was impossible 
for one body to close its accounts in 
June and the others in December. 
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Replying to Mr. J. J. Davidson 
(Glasgow, Maryhill—Lab.), Mr. Mon- 
tague said that the Government par- 
ticipated after a certain period and a 
certain amount had _ been reached. 
After £43,500,000, the Government 
participated 50-50, and after £68,000,000 
the Government or the country took 
over the remainder. The railway agree- 
ment was not raised in this measure, 
which was purely an operational one 
and was necessary to operate the con- 
ditions of the railway agreement which 
the House had accepted. 

Mr. Davidson contended that it 
must enter into the question. If the 
Parliamentary Secretary made a state- 
ment as to when the Government par- 
ticipated, the matter must be taken 
into consideration. 

Mr. Montague said he made the state- 
ment merely in answer to Mr. David- 
son’s question and he was referring to 
what was known as the terms of the 
railway agreement. That did not alter 
the fact that the Bill simply provided 
operational powers which were necessary 
to carry the agreement into effect. If 
the House desired to deal with the agree- 
ment, that was a matter for a Bill 
directed to that end. Steps had been 
taken for the temporary postponement 
of the closing of the board’s books and 
accounts at June 30 last, and the Bill 
would enable that temporary change to 
become permanent. Sub-section (3) 
provided for retrospective effect to 
be given to any Order under the Act, 
and sub-section (4) provided that all 
Orders should be laid before Parlia- 
ment. Sub-section (5) provided an 
interpretation of the term “ railway 
companies ”’ so as to include the London 
Passenger Transport Board. 

Mr. L. Silkin (Peckham—Lab.) said 
that there was nothing in the Bill 
which appeared to confer power upon 
the Minister of Transport to deal with 
the question of trust funds and un- 
expended balances. It looked as though 
the Minister of Transport was proposing 
to go very much further than the scope 
of the Bill. The agreement provided for 
the pooling of the profits among the 
different companies and London Trans- 
port in certain proportions. As he 
understood Mr. Montague’s speech, he 
proposed to seek powers to vary those 
proportions. He was proposing to 
abolish the London Transport Board 
Pool. He took that to mean that the 
proportions of profits between the 
four main line railway companies and 
London Transport would, in certain 
respects, be altered. Since the agree- 
ment laid down specific allocations 
between the companies, he was pro- 
posing to alter the agreement in that 
respect. He took it that the profits 
would remain unaffected, and that all 
the Bill sought to do was to alter the 
allocation. Therefore, no one would 
mind much except the main line railway 
companies and London Transport— 
except that, under the London Trans- 
port Act, the board had the right to 
increase its fares if its revenue was not 
sufficient to enable it to meet the interest 
on prior charges and on C stock. If, 
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[IN PARLIAMENT. 

Session 1940-41. 

Southern Railway 

(Superannuation Fund) 

NOTICE IS HEREBY GIVEN that 
. application has been made to Parlia- 
nent in the present Session by the Southern 
Railway Company for an Act under the 
ibove name or short title intituled ‘‘ A 
Bill to substitute new rules for certain 
f the existing rules of the Southern Rail- 
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PARLIAMENTARY NOTICES 


way Superannuation Fund established by 
the Southern Railway (Superannuation 
Fund) Act, 1927; to amend that Act; 
and for other purposes.”’ 

A Notice containing a concise summary 
of the purposes of the intended Act has 
been or will be published in The Times 
newspaper of the 29th November and 6th 
December, 1940. 

A copy of the Bill for the intended Act 
may be inspected and copies thereof 
obtained at a price not exceeding five 
shillings for each copy, at the offices of 
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the undermentioned Solicitor and Parlia- 
mentary Agents. 
Dated this 5th day of December, 1940. 
H. L. SMEDLEY, 
Waterloo Station, 
London, S.E.1. 
Solicitor. 


SHERWOOD &.Co., 
Hallam House, 
3, Central Buildings, 
Westminster, S.W.1. 
Parliamentary Agents. 





Crown Agents for the Colonies 


COLONIAL GOVERNMENT APPOINTMENTS 

PPLICATIONS from qualified candidates are 
£ invited for the following post 

MAINTENANCE ENGINEER required by the 
Government of British Guiana for the Transport and 
Harbours Department for one tour of three years 
Salary, £500—£25—-£600 a year. Free passages and, 
if married, for wife and children not exceeding four 
persons Leave on full salary. Candidates must be 
fully qualified Civil Engineers and have had good 


training in Track Maintenance, embracing yards lay 
out and the laying down of points and crossings. 

Apply at once by letter, stating age, whether married 
or single, and full particulars of qualifications and 


experience and mentioning this paper to the Crown 
Agents for the Colonies, 4, Millbank, London, S.W.1, 
quoting M9393 


OFFICIAL NOTICES 


South Indian Railway Company Limited 


HE DIRECTORS are prepared to receive Tenders 
for the supply of : 
HELICAL AND VOLUTE SPRINGS 

Specifications and Forms of Tender will be available 
it the Company’s Temporary Offices, 42, Fairacres, 
Roehampton Lane, London, $.W.15. 

Tenders addressed to the Chairman and Directors of 
the South Indian Railway Co. Ltd., marked ‘‘ Tender 
for Helical and Volute Springs,’’ with the name of the 
firm tendering, must be left with the undersigned not 
later than 10 a.m., 28th December, 1940 

The Directors do not bind themselves to accept the 
lowest or any tender. 

A charge, which will not be returned, will be made 
of 5s. for each copy of the Specification. 

Copies of the drawings may be obtained at the 


Offices of the Company’s Consulting Engineers, Messrs. 


Robert White & Partners, 3, Victoria Street, West 
minster, $.W.1 
E. A. S. BELL, 
Managing Director 
42, Fairacres, 
Roehampton Lane, 
London, S.W.15 
10th December, 1940 


FFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
as early in the week as possible. The’ latest time 
for receiving official advertisements for this page 
tor the current week's issue is noon on Wednesday. 
All advertisements should be addressed to :—The 
Railway Garette, 33, Tothill Street, Westminster, 
London, S.W. 1. 








under this Bill it were proposed to 
reduce the profits of the board, that 
might give it a right to apply for in- 
creased fares and rates in order to make 
up the deficit. He would like some 
explanation of the sort of agreements 
that the railway companies might 
make with the Minister and not with 
one another. If any one company 
could make an agreement with the 
Minister of Transport, as appeared to 
be the case from Clause 1, without 
reference to the other companies, it 
appeared that that itself might involve 
an alteration in the manner in which 
the Bill would be carried into effect. 
Since the Bill did, in fact, vary the 
agreement which had been entered into 
with the four main-line railway com- 
panies and London Transport, he was 
very disappointed that other variations 
had not been introduced. 

In the near future they might antici- 
pate an application from the Railway 
Executive Committee to the Minister 
for an increase in railway rates, on the 
ground that railway costs had increased, 
and under the terms of the Agreement, 
as it stood, the Minister would be bound 
to increase railway charges if he was 
satisfied that railway costs had in- 
creased. Under the agreement, he 
would not be allowed to take into 
account the fact that railway revenue 
might have increased by an even greater 
amount. That was one of the main 
injustices of the Agreement, and it had 
not been dealt with under this Bill. 

The Speaker intervened to state that 
he did not think that on this Bill they 
ought to go into suggestions for altera- 
tions of the agreement. 

Mr. Silkin said this Bill altered the 
distribution of the total revenue among 
the different companies, and to that 


extent made a very important alteration 
in the railway agreement. 

Mr. Montague pointed out that it was 
an alteration of the Act of 1933, but 
not of the railway agreement. It was 
not going to alter the proportions of the 
companies and the London Passenger 
Transport Board out of the pool. 

Mr. Silkin replied that it must have 
that effect. 

Mr. J. J. Davidson said that the Bill 
did make financial arrangements with 
regard to the different companies, and 
he asked if an hon. Member was not 
entitled to express an opinion as to how 
this re-arrangement would affect the 
running of a particular railway or a 
particular beneficiary. 

The Speaker said an hon. Member was 
not entitled to discuss the original 
agreement. 

The Second Reading was agreed to 
without a division. 

The Bill then passed through Com- 
mittee without amendment, was reported 
to the House, and then read a third 
time and passed. 


Railway Clearing System 
Superannuation Fund 

Application has been made to Parlia- 
ment by the Railway Clearing System 
Superannuation Fund Corporation for 
leave to introduce the Railway Clearing 
System Superannuation Fund Bill. The 
objects are to provide for reorganisation 
of the affairs of the fund ; alteration of 
the benefits to which contributing 
members are entitled and the contribu- 
tions payable ; the admission of women 
to the fund; the sectional division of 
the fund and guarantees of solvency ; 
and amendment of the Railway Clearing 
System Superannuation Fund Acts, 
1873-1914, and rules made thereunder. 


Questions in Parliament 
Cheap Facilities for Parents 

Mr. G. Muff (Kingston-upon-Hull 
East—Lab.), on December 3, asked the 
Minister of Transport if he was aware 
that although the railway company 
issued cheap tickets to parents in Hull 
to visit children evacuated to certain 
stations, including Selby, Heming- 
borough was not so included. 

Lt.-Colonel Moore-Brabazon (Minister 
of Transport) wrote in reply: Hull 
Corporation has been informed that the 
railway company will be asked to arrange 
special cheap facilities. I have had no 
request for Hemingborough. 

Loud Speakers at Stations 

Mr. J. Tinker (Leigh—Lab.), on 
December 4, asked the Minister of 
Transport if his attention had been 
drawn to the confusion and bewilder- 
nent existing among passengers on the 
‘ailways owing to trains running behind 
scheduled times. 

Lt.-Colonel Moore-Brabazon: Loud 
speakers are installed at many stations 
where it is considered that useful assist- 
ance can be given to passengers. 
Travel Facilities for Workers 

Mr. Ellis Smith (Stoke—Lab.), on 
December 4, asked the Minister of 
Transport if he was satisfied with the 
travelling facilities for workpeople in 
industrial areas and if not, what steps 
were being taken to improve the 
services, as many people had to stand 
from 10 to 30 minutes. 

Lt.-Colonel Moore-Brabazon: If my 
hon. friend has in mind any particular 
service and will give me particulars I 
will make enquiries. He will realise 
that it is quite impossible to ensure that 
in no case will passengers have to wait 
for transport. 
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stock and share markets 
moderate volume of 
business, the undertone has been very firm. 
Sentiment was assisted by the war news, 
and, moreover, the requisitioning of a 
further batch of dollar issues stimulated 
demand for investment stocks. Consider- 
able interest attached to the resumption 
of Stock Exchange dealings in a number of 
dollar and foreign bonds, and 
there dealings in Canadian 
Pacific common shares Home railway 
securities showed little response to the 
better market tendency, and although there 
was renewed firmness in British Funds and 
other high-class investments, railway prior 
charges failed to attract increased atten- 
tion, ‘dugite the very satisfactory yields 
at current prices. Sentiment has continued 
to be governed by the disposition to await 
the outcome of the position in regard to 
wage and rate increases, and also news as 
to the special war damage insurance scheme 
for the railways and public utility concerns 
[he latter point may, of course, have an 
important bearing on the basis whereby the 
financial agreement with the Government 


Although the 
experienced only a 


securities 


were active 
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Railway Stock Market 


of the war, holders of junior stocks can 
reasonably expect dividends around the 
same rates as those which ruled for 1939. 
Should this assumption be borne out by 
the revised financial agreement, consider- 
able improvement in prices of the junior 
stocks would probably be justified 

On balance, movements in market values 
have again been small, and although 
demand failed to improve, very little selling 
was reported. Great Western ordinary was 
33, compared with 33} a week ago, while 
the guaranteed stock remained at 1113 and 
the 4 per cent. debentures were maintained 
at 105. On the other hand, Great Western 
preference stock was fractionally lower at 
84. A fair amount of activity was reported 
in L.M.S.R. senior preference, which, how- 
ever, eased half-a-point to 51, but the 1923 
preference at 37 was unchanged on balance. 
L.M.S.R. ordinary made the slightly re- 
duced price of 13°. The 4 per cent. 
debentures were 97, following deduction of 
the half-yearly interest payment, but the 
reduced price drew attention to the attrac- 
tive yield. Among L.N.E.R. issues, the 
first preference was half-a-point lower at 
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L.M.S.R. 1923 
both are expected to 
full dividends for 1940, 
guaranteed was 74; and 
the second guaranteed at 60, was within 
half-a-point of the price current a week 
ago. A fair amount of activity was 
reported in L.N.E.R. debentures, but on 
balance they were little changed, the 
3 per cents. being 684, and the 4 per 
cents. 91. Southern preferred was 453 
and the 4 per cent. debentures 102}. 
London Transport ‘ C changed hands 
around 32}. 

After the resumption of Stock Exchange 
dealings, a considerable turnover was re 
ported in Canadian Pacific common shares 
When the dealings ban was imposed th« 
price was 5}; this week transactions at 
over 9 were recorded, but subseqvent profit 
taking brought the price back to 8}. A 
higher level would appear to be justified 
by the much improved earnings of th 
railway, although resumption of dividends 
on the common shares is not generally 
expected for 1940. Canadian Pacific pre 
ference stock, which had remained under 


valued in relation to 
preference ; 

receive their 
L.N.E.R. first 




















is revised. There is no reason to suppose 33, and the second preference no better the influence of the full dividend payment 
that this revision will be inequitable to than 103. The first preference which, for the year, further improved to 47} 
the railways In fact, the disposition is of course, gives a_ substantial yield, Few movements were shown in Argentine 
to take the view that, during the period is regarded in some quarters as_ under- and other foreign railway stocks. 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Teallic toc Week 3 Aggregate Traffics to Date Prices 
Miles Shares « 
Railways open be 5 Totals cx on Se No so 
1939-40 & Inc. or Dec. ‘5 Increase or S om om [e 6s 
Total > msi . D tock ER zo Ga S2o 
this year och 1939 $ This Year Last Year ecient -6| 3” a” \s2 
£ é £ £ £ 
Antofagasta (Chili) & Bolivia 834 8.12.40 18,440 + 2,490 49 844,660 680,780 + 163,880 Ord. Stk. 10% 44 § Nil 
a oggag North Eastern... 753 7.12.40 ps. 122,600 —ps.12,600 23 ps. 3,783,200 ps. 3,848,500 — ps. 65,300 aa 44 2 2 Nil 
Bolivar . ae see, «74 Nov. 1940 35350 — 11330 48 42,500 47,530 — 5,030 6p.c.Deb. 74 53 6} | Nil 
Brazil ... ee - ome —_— — — _ _ _ Bonds. 53 44 6* Nil 
| Buenos Ayres & Pacific 2,801 7.12.40 | ps.1,328,000 —ps. 12,000 23 ps.26,270,000 ps.28,104,000 —ps.!,834,000 Ord. Stk. 53 2 24 Nil 
| Buenos Aires Central 190 12.10.40 $86,200 — $15,600 15 $1,452,600 31,736,900 ~ $284,300 ~- — — -- —_— 
| Buenos Ayres Gt. Southern. 5,082 7.12.40  ps.2,120,000 —ps.233,000 23 ps.44,172,000 ps.46,187,000 — ps.2.015,000 Ord. Stk. 13% 44 5 Nil 
Buenos Ayres Western 1,930 7.12.40 ps. 806,000 _—ps. 76,000 23 ps.i5,282,000 ps 16,693,000 — ps.1,411,000 ~ 10 4 3 Nil 
g Central Argentine 3,700 7.12.40 ‘ps.1,351,100 |—ps 217,550 23  ps.31,922,600 (ps. 43,223,750 —psi1,30!,150 - ne 4 3 Nil 
8 Do Zs _ _ = = me ao = Did. 4 1} 2 Nil 
S | Cent. Uruguay of M. Video oon 972 7.12.40 20,161 3,187 23 463,012 423,124 + 39.888 Ord. Stk. 24 aid i+ Nil 
—E | Costa Rica co . 188 May 1940 17,282 |- 7,020 48 193,339 245,516 — 52,177 Stk. 244 18 17} 11% 
< | Dorada one cas a 70 =©Nov. 1940 11,800 — 1,900 48 134,200 150,400 — 16,200 I Me. Db. 104} 102 98 615 
3S | Entre Rios “ 810 7.12.40 ps. 173,000 —ps.65,300 23 ps. 5,220,800 ps. 5,843,000 —ps. 622.200 Ord. Stk. 6 3 It Nil 
S 4 Great Western ‘of Brazil 1,016 7.12.40 14,800 100 49 514,300 438,600 75,700 Ord. Sh. 3/- 1/24 a Nil 
& | International of Cl. Amer. .. 794 Sept. 1940 $325,789 — $37,196 39 $4,405,419 $4,486.38! $80,962 _ —_ —_ — _ 
U | Interoceanic of Mexico . _ — _— _ _ _- ist Pref. Tid. 74d + Nil 
@ | La Guaira & Caracas ... sti 22% Nov. 1940 5.405 — 1,650 ; 48 72,500 67,780 + 4,720 — — -- — —_— 
| Leopoldina “ae ose] OSG 19.10.40 27,288 | + 3,141 42 961,659 868,452 + 93,207 Ord. Stk. 2 } 2 Nil 
2 | Mexican _ eA 483 7.10.40 ps. 270,900 — ps.300 14 ps. 3,816,500 ps. 3,954,000 —ps. 137,500 ~ | + Nil 
3 | Midland of Uruguay ove sea 319 Oct. 1940 12,058 + 3,732 17 45,052 34,464 i+ 10 588 — == _- — — 
Nitrate eee oes 386 30.11.40 5,309 — 16 48 160,206 110,420 + 49,786 Ord. Sh. 24 I} lé 7 
Paraguay Central ia on ae 7.12.40 $4,580,000 $412,000 23 $78,772,000 $75,925,000 + $2,847,000 Pr.Li.Stk. 454 36 38 iS 
Peruvian Corporation .. 1,059 Nov. 1940 63,144 + 1,349 22 328,469 316,494 + 11,975 Pref. I * It Nil 
Salvador we ont naa 100 19.10.40 18,846 «3,565 16 €141,513 156,886 — ¢15,373 —_ — — a — 
San Paulo wee a 1534 1.12.40 38,125 7,449 48 1,734,065 1,570,929 + 163,136 Ord. Stk. 38 20 28 813 
Taleal ... ‘ ‘ios Kei 160 Oct. 1940 2,595 — 765 «17 9,320 7,785 + 1,535 Ord. Sh. i 6/6 + 93 
United of Havana vost Ue 7.12.40 12,654 — 1.742 23 342,292 397,140 — 54,848 Ord. Stk. 2 4 3 Nil 
| Uruguay Northern 73 Oct. 1940 1,271 301 17 4,159 3,654 + 505 _ _ _ —_— _ 
s [See National . 23,695 7.12.40 1,017,365 92,733 49 45,775,449 37,879,406 + 7,896,043 — ~— _ _ — 
7 Canadian Northern ae: - _ —- “= oa — — 4p.c. Perp. Dbs. ot 60 74 5 
& ) _ Grand Trunk ee ~ — — — — _ 4p.c. Gar.| 100 76 102 3 
U | Canadian Pacific . 17,153 7.12.40 731,600 66,800 49 31,657,600 28,174,800 + 3,482,800 Ord. Stk. 7% 34 54* | Nil 
( Assam Bengal . 1,329 30.4.40 45,187 + 6,529 4 135,060 120,437 + 14,623 Ord. Stk. 764 60 774 3% 
Barsi Light - 202 20.10.40 3,502 + 945 28 82,020 64,365 + 17,655 —_ — — —- — 
Bengal & North Western 2,091 Nov. 1940 258,900 + 38,08! 10 494,325 421,197 (+ 73,128 Ord. Stk. 277 2294 250 63 
+ | Bengal Dooars & Extension .. 161 Sept. 1940 14,625 4 508 26 78,405 66,243 + 12,162 me 91 844 212 34 
2 <4 Bengal-Nagpur 3,269 30.9.40 245,025 + 23,858 26 4,212,552 3,841,155 + 371,397 a 943 834 924 4% 
& | Bombay, Baroda & Cl. India... 2,986 30.11.40 303.225 — 3,150 34 6,415,200 5,730,450 + 684,750 ES 108 90 1024 5% 
Madras & Southern Mahratta | 2,967 10.10.40 154,575 + 28,906 27 3,142,314 3,028,675 + 113,639 = 10444 92 994 7 
Rohilkund & Kumaon . 571 Nov. 1940 46,125 (+ 2,363 10 89,625 81,517 + 8,108 o 280 263 250 | i 
{ South Indian ; ove] 2,542 10.10.40 128,641 + 26,546 27 2,425,715 2,204, 757 |+ 220,958 i 1024 88 844§ | SH 
(Beira ... J noe tid 204 Sept. 1940 73,186 - 52 905.968 — — _ _ _ — _ 
| Egyptian Delta sea onl | Gao 30.9.40 7,602 + 1,784 26 89,819 94,881 — 5,062 | Prf. Sh. + 4 + Nil 
Kenya & Spats - 1,625 — — —_ _ — — _ _ -— — — _ 
3 Manila ... eve — _ — —_ —_— — — — B. Deb. 55 39 474 7% 
64 Midland of W. “Australia... 277 July 1940 11,397 1+ 139 4 11,397 11,258 |+ 139 Inc. Deb. | 914 874 824 4 
& | Nigerian --» 1,900 31.8.40 27,727 (+ 3,258 22 783,893 601,488 + 182,405 — — — a — 
> | Rhodesia 2,442 Sept. 1940 482,182 -- 52 4.910,8 — _ - - _- _ _ 
! South Africa 13,287 9.11.40 712,017 + 76,686 32 21,781,177 20,654,081 (+ 1,127,096 = a — — — 
| Victoria 4,774 Aug. 1940 888,289 + 190,022 9 1,756,717 1,383,157 + 373,560 _ _ — _ - 





Note. 





Yields are based on the approximate current prices and are . within a heaton of * 
* Quotation is of June 17, 1940; dealings subsequently prohibited 


Argentine erefifics are now given in pesos 
t Receipts are calculated @ Is. 6d. to the rupee 
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